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‘ELL, Joe’ , said the. General Manager to his master mechanic, 

“we were fixed O K for the holiday rush this year. The Pres- 
ident and several of our Directors were around yesterday watch- . . 
ing the crowds and they were pleased to see the way our multiple unit 
trains arrived on time, loaded to the guards. ; 


“The thing that interested them most was the fact that we could make 
up any size train the. traffic demanded, and without the Worry of ‘extra 
trains on the line.” | 


“Yes, Sir, it yiate crane reread lone ‘They were joe to the shop and — 

“asked me whyi it was ; the low voltage did not bother us this year, and] told 
peace eae Pe aioe them it was due to Westinghouse 

| ‘HL’ control. One of the gentle- 
| men was evidently interested in 
some other road, as he made a note 
about the ‘HL’ control and ree 
marked that he would see that 
Westinghouse equipment was in- | 
stalled when he got home.” | 


Tidewater Pawer Cat ‘Wilmington, N. C. 
7-Car Train Equipped with HL Control 
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LIMITATIONS Cheap fuels, and especially waste 
OF LOW-GRADE material used as fuel, may often be 
FUELS 


shown to evaporate water much more 
cheaply than coal of a higher grade at a considerably higher 
price per ton. Yet in the end it is quite possible that such 
conditions may result in a net loss owing to the indirect 
charges which enter into the economics of steam generation. 
As low-grade fuel invariably runs high in ash; the removal 
of refuse as well as the necessity for frequent cleaning of 
fires often amounts in the smaller plants to an item of no 
small cost, and this, together with the other incidental and 
perhaps somewhat obscure handling charges, may turn an 
apparent profit into a very decided loss. Any tests made 
to determine relative fuel values are far better when they 
are carried out under the simple but thoroughly practical 
plan of making a run extending over several weeks with 
each grade and then counting in the total cost of boiler- 
room operation. 


YERKES’ The recent decision in Chicago de- 
WORTHLESS claring worthless the $6,750,000 of 
BOND ISSUE old bonds of the Consolidated Trac- 


tion Company has succeeded in establishing after long 
litigation the exact liability of the Chicago Railways as 
regards this issue. The contention of the Chicago Rail- 
ways that it could not, by any express or implied con- 
tract, be held responsible for these bonds has been sustained 
on the ground that the merger for whose formation they 
were issued was ultra vires and against public policy. 
Consequently the bonds are worthless. Of the $4,494,000 
originally held by the Yerkes estate, the Chicago Railways 
had bought in $4,464,000 at 30, and now all of the total 
authorized issue of $6,750,000 has been recovered except 
$254,000, par value. This amount includes $17,000 never 
issued and $30,000 still held by the estate, so that the 
amount held by the public at the present time is $207,000, 


or less than 4 per cent of the total issue. It may be that 
the present holders will not suffer total loss, however, for 
it would appear that inasmuch as Mr. Yerkes overstepped 
legal bounds and the dictates of public policy in bringing 
about the enormous bond issue to form the merger, his 
estate may be compelled to make restitution of the moneys 
paid for the bonds, and such a step would seem to be a 
perfectly just one, even should it render the estate in- 
solvent. At any rate, the elimination of the liability from 
the Chicago Railways will serve to relieve it of a menacing 
and depressing factor in its security market. The decision 
comes as a fitting climax to an example of the old-time 
financiering methods of which Yerkes was one, but only 
one, exponent. Fortunately those days and methods have 
passed, thanks to the code of modern financial ethics, which 
public service commissioners have done a great deal to 
bring about. Promoters and capitalists can no longer 
brazenly manipulate stock and bond issues as if the public 


utilities concerned were their individual properties. Un- 


fortunately, however, we still have the heritage of these 
evil practices. Many of the present transit problems in 
our large cities can undoubtedly be traced back directly to 
the financial mismanagement, to use no stronger term, of 
the early days. 


PUBLICITY At the banquet of the New York 
BY THE Electric Railway Association held 
ASSOCIATION last week C. Loomis Allen re- 
ferred to the fact that the American Electric Railway 
Association had recently begun the distribut?on to the 
member companies of sheets for newspaper use to help in 
counteracting popular erroneous impressions in regard to 
the condition of electric railway companies. He added 
that the method would be to send once a month to the mem- 
ber companies extracts from articles published in the 
official organ of the association. This is work which is 
much needed. The time has gone by when anyone can 
expect that the public as a whole will take the time to learn 
the real situation of the railway companies unless the com- 
panies themselves take the trouble to state their position 
and do something to help themselves. There are many 
ways in which this can be done, and the distribution of 
sheets for newspaper use is one method and should be 
adopted. But to confine the information to what is 
selected from a single publication is to reduce the effective- 
ness of the method to a minimum. It is much like using a 
tack-hammer where a sledge-hammer is needed. If the 
association is to do this work, the sheets which it sends out 
should contain the best matter, the most telling arguments 
and most cogent facts available. In his speech Mr. Allen 
said: “No man need fear the verdict of the American 
people if that people has before it all the facts in the case.” 
To this sentiment we cordially subscribe. There are | 
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hundreds of sources from which the facts may be obtained, 
such as judicial decisions, interstate commerce commission 
and other commission reports, interviews with prominent 
railway men, and the technical papers. But as a rule this 
matter is not in daily newspaper style. The information 
could be rewritten in a manner that would be acceptable 
to the newspapers. The facts are there, and in such shape 
that they can be readily appreciated by those who under- 
stand the value of news. Again, several public service 
commissioners individually have recently expressed them- 
selves strongly in regard to the benefits which electric 
transportation provides and the underlying justice of the 
companies’ contentions. These gentlemen occupy a quasi- 
judicial position, and their favorable opinions should be 
more widely circulated. In this batttle against ignorance 
every means of help should be utilized, and each day, if 
possible, instead of once a month, some data, culled from 
every available source and so prepared that they can be 
easily used, should be put in the hands of the member 
companies. 


THE HUMAN E. F. Schneider, general manager 
ELEMENT AND Cleveland, Columbus & Southwestern 
ACCIDENT CLAIMS Railway, has been so prominent a 
leader and pioneer in the matter of safety talks to em- 
ployees and to the public that special interest attaches to his 
paper on the claim department read at the last meeting of 
the Central Electric Railway Association. To many Mr. 
Schneider will appear an iconoclast when he classes as 
“bosh” such subjects as instruction for trainmen, the book 
of rules, card indexes for discovering fraudulent claims, ex- 
pert testimony in accident suits, etc. We do not believe 
that Mr. Schneider means that these matters are useless and 
unworthy of consideration. He simply means that in the 
past too many managers have regarded them as marking 
the limit of their responsibility, and when an accident 
has occurred and they have added a few rules to guard 
against its repetition they have felt that they have done 
their full duty. It is absolutely necessary, of course, to in- 
struct trainmen in their duties, to have a rule book kept up 
to date, to watch the payment for claims, and to do what- 
ever else the usual best practice recommends to keep down 
accidents and the expenses from accidents. But the careful 
manager will not make a fetich of these purely mechanical 
or routine matters. Nor should he or his employees con- 
sider that if the road has a low damage expense account 
that fact marks the limit of their duty in regard to the 
safety of the public. Too much emphasis upon the size of 
the damage expense account means an attempt to express 
the extent of human suffering in dollars and cents. Trans- 
lation of one of these matters into terms of the other is 
absolutely impossible. The paramount thought for both 
the manager and the trainmen to have in mind is the 
sacredness of human life. If they feel this, they will real- 
ize that one of the highest privileges which can be granted 
to any one is that of saving the life of another and that by 
their environment and position they can take advantage of 
this privilege to a greater extent and to a greater degree 
than those in most other employments and other walks of 
life. If this is their underlying thought in transportation, 
‘the accident question on electric railways is solved. 
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HOT JOURNALS AND BRAKESHOE PRESSURES 


At the Master Car Builders’ convention at Atlantic City - 
the standing committee on car trucks took under consid- 
eration a query regarding the tendency of passenger car 
journals to roll out of their bearings under heavy applica- 
tions of pressure from the brakeshoes. The question is of 
live interest to high-speed electric railways. Hot-journal- 
box troubles have by no means decreased in the proportion 
which might be expected from the comparatively recent 
improvements made in methods of applying and maintain- 
ing lubrication. Indeed, on many railways the problem of 
eliminating delays due to hot boxes has reached an im- 
portance by no means warranted by the apparent simplicity 
of the factors involved, and it is generally magnified by the 
exasperating fact that no remedy seems to be thoroughly 
effective. 

The influence of the enormously high brakeshoe pres- 
sures used with modern equipment is apparently a factor 
which is almost invariably overlooked. On the Inter- 
borough Rapid Transit Company’s subway lines, for in- 
stance, the difficulties with hot journal boxes were at one 
time a serious handicap to satisfactory operation. The 
trouble was finally traced to the frequent and necessarily 
heavy applications of brakeshoe pressure which were found 
actually to crush the babbitt lining at the edges of the 
standard M. C. B. journal brasses, and a new form of 
journal brass with a rectangular outside contour and a full 
semi-circular bearing on the journal was developed. This 
design was described in the ELectric RAILWAY JOURNAL 
for July 27, 1912, page 121. As the new form of brass re- 
placed the original standard, the hot-box trouble rapidly 
decreased until at the present time delays from this cause 
are practically unknown. 

In the New York subway conditions, of course, are 
extreme, yet the standard automatic air-brake system is 
used without the high-presssure air and blow-down for 
brake cylinders introduced on a number of steam roads. 
Indeed, it is quite possible that crushed brasses are re- 
sponsible in a modified degree for many of the inexplicable 
epidemics of hot journals on railroads whose traffic require- 
ments involve but a moderate number and limited severity 
of brake applications. 

Since the M.C.B. committee reported that it had dis- 
covered a tendency for journals to roll out of the brasses 
in steam railroad passenger coaches but not in freight 
cars, there is good reason to believe that it is present in all 
electric railway cars and it would be manifest wisdom to 
consider the factor as an important one. The only reme- 
dies suggested by the committee were the use of clasp 
brakes and lowering the position of the brakeshoe on the 
wheel. 

The latter suggestion was based upon the theory that the 
trouble would be reduced if the resultant of the two forces 
imposed on the journal by the weight of the car and by the 
brakeshoe pressure was kept at least 10 deg. inside of a 
line through the center of the axle and the edge of the_ 
journal brass. The direction of this resultant would be 
obviously made more nearly vertical as the shoe was moved 
below the horizontal center line of the wheel, yet this in 
turn has been demonstrated in the past to increase the 


JULY 5, 1913.] 


tendency toward’ sliding on rough track by locking the 
wheel against vertical play. New journal brasses such as 
were forced by numerous hot journals upon the New York 
subway would undoubtedly be an expensive remedy, yet 
not so much so as the introduction of the clasp brake with 
one shoe on each side of the wheel, and it is certain that a 
full semi-circular cross-section for a brass would strike 
at the root of trouble once it was established as the prime 
reason for hot journals on any particular railway. 


GAS-ELECTRIC CARS VERSUS BATTERY CARS IN 
CITY SERVICE 


In its desire to eradicate horse traction completely, the 
London County Council Tramways is faced by a condition 
quite similar to that on the cross-town and ferry lines of 
New York. The East End of London has a number of 
horse-car routes for which conduit construction would not 
be justified but which the local authorities will not permit 
to be electrified with the overhead trolley. In New York 
the problem has been solved so satisfactorily by means of 
storage battery cars that the Third Avenue Railway will 
soon have a total of 160 in operation, while the New York 
Railways is making a beginning with forty-five equipments 
on stepless cars. For some réason or other, no storage 
battery car seems to have been offered to the London man- 
agement. Yet the tests of both types of cars made by the 
Third Avenue Railway showed that the accumulator car 
was cheaper for low-speed city conditions, as set forth in 
detail in the article entitled “The Log of a Gasoline-Elec- 
tric Car,” published in the ELectrric Rattway JournatL for 
Sept. 23, I911. The gas-electric car under test weighed 
857 lb. per passenger compared with 557 lb. per passenger 
for the storage battery car, this difference being due largely 
to the fact that the stresses set up in operation required a 
heavy body despite the fact that the engine was carried on 
the truck. This car was in operation from November, 19009, 
to September, 1910, and during this time its cost of gaso- 
line per revenue mile at 12 cents per gallon averaged 4.61 
cents, or about four times the cost of electrical energy at 
2 cents per kw-hr. The guaranteed cost of battery main- 
tenance plus the cost of energy was practically equal to 
that for gasoline alone, aside from the fact that the first 
cost of the gas-electric car was much greater. 

Like the first battery cars of the Third Avenue Railway, 
the three experimental gas-electric cars in London are 
reconstructed horse cars. It is clear, however, from the 
description published in this issue that the conversion 
called for more radical changes than was the case in New 
York, particularly as the greater part of the equipment is 
mounted on the platforms. In the Third Avenue battery 
cars the cells are placed under the seats, and the chain- 
driven motors are installed on the trucks, so that no plat- 
form space is required except for small standard rail- 
way controllers. On the other hand, the London double- 
deck cars have a platform space of 12 ft. 6 in., although 
the closed lower deck is only 14 ft. 6 in. long. This dis- 
proportionate platform space is accounted for in part by 
the stairways to the upper deck, but, in any event, it is not 
to the advantage of the car body or to the comfort of the 
passengers to place gas-electric equipment on the platforms 
instead of the truck. Since the operating conditions for 


ELECTRIC RAILWAY JOURNAL 3 


which these cars are designed are quite analogous to those 
in New York, it certainly will’ be a pity if a carefully 
designed ‘storage battery car is not placed in competition 
with them for the proposed service. 


A LARGER ARBITRATION BOARD 


We are glad to notice that the act to enlarge the board 
of arbitration authorized under the Erdman act will prob- 
ably pass Congress. On the initiative of the National Civic 
Federation, a number of representative railway presidents 
and labor leaders and the officials in charge of the ad- 
ministration of the Erdman law united in the support 
of the several proposed amendments. Among them one 
of the most important authorizes the appointment of six 
arbitrators instead of three, unless the parties to the dis- 
pute prefer the smaller number. Of these six arbitrators, 
two are to be appointed by each of the parties to the dis- 
pute, and two are to be chosen by these four, or, in case 
of their failure to agree, by the board of mediation and 
This board, which is to be created by the 
proposed law, is to be composed of a commissioner and 
assistant commissioner and not more than two other of- 
ficials to be appointed by the president. 
serted even by the advocates of these proposed amend- 
ments that they will make the law ideal. President Low 
on this point says that while, in the opinion of the sig- 
natories, three is a desirable number of arbitrators for a 
dispute involving a single railroad, the proposed measure 
represents a compromise on certain points, and it was im- 


conciliation. 


It is not as- 


posssible to secure unanimous consent to a larger number 
than six for a dispute affecting the interests of a whole 
section of the country. But it is interesting to note that 
the plan of six arbitrators in cases of this kind carries 
the indorsement of seven railroad presidents, the presi- 
dents of five brotherhoods, Judge Martin A. Knapp and 
ex-Commissioner of Labor Charles P. Neill. 

Electric railways are only a little less concerned than 
the steam roads in securing the right solution of the prob- 
lem of settling labor disputes equitably, and we hope that 
indorsement of the larger board under the Erdman act 
by those who have signed the petition mentioned will 
popularize the plan of having a larger board in electric 
railway disputes. As we have frequently pointed out, the 
so-called arbitration that is carried out by two partisans 
and one umpire is not arbitration; that is, it is impossible 
by this means to secure judicial adjustments of labor con- 
troversies, and for this reason such proceedings ought to 
be resisted to the last ditch. Only a few days ago the 
offer of the Jamestown Street Railway and the Chautauqua 
Traction Company to submit a labor dispute to a large 
representative board was rejected by the union for the 
reason that it was “unalterably opposed to a large number 
of members on a board of arbitration.” 

The reason for this is obvious. As a rule, the settle- 
ment of a dispute by a board of three arbitrators, formed 
as it usually is, is no arbitration in the sense that it is an 
impartial award on the merits of the case. The decision is 
merely a splitting of the difference between the extreme 
demands of the employees and the previous conditions of 
employment. The presence of six arbitrators, or two to 
represent each side, has another advantage than that of 
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merely bringing more minds to bear upon the question in 
dispute. It provides two men for each of the three in- 
terests represented, and one of these can give moral sup- 
port to the other in justifying a conclusion which is based 
upon the evidence and yet is unfavorable,to the side of 
which he is a representative. 


ASSESSED DAMAGES IN ACCIDENT CASES 


We believe that a very fruitful topic for discussion by 
the Claims Association at its next convention would be 
the amounts assessed as damages against railway com- 
panies for different kinds of personal injuries. No one can 
read the reports of such cases, as decided in different 
parts of the country, without being impressed with the 
great differences in amounts of damages awarded by the 
courts for similar injuries. In some sections precedents 
have been set for high payments, and these precedents 
are being used as arguments for even larger assessed 
damages. In other parts of the country the payments are 
more like those which generally have prevailed in the past, 
and it is well known that verdicts for personal injuries 
always have been much higher in this country than in 
the countries of Europe. An instance came to our at- 
tention recently where a claimant, a bartender, secured 
$12,000 from an electric railway company because of an 
accident which resulted in three stiff fingers. We should 
hardly believe that such an accident would seriously impair 
his efficiency for his work, but in the part of the country 
where this case was tried large damages are not unusual, 
and it is not surprising to find that the company which 
was defendant in this case paid for its injuries and dam- 
ages account last year 22 per cent of its gross receipts. 

It is easier to suggest than to secure a remedy in a 
situation of this kind. Nevertheless, some things may be 
said. 
liability acts which specify the amount to be paid in the 
case of certain accidents, and these amounts might fairly 
be used as a basis for the determination of railway dam- 
ages. Certainly the railway company ought not to be held to 
a higher accountability than the state requires of others 
The fact should also be generally 


For instance, many states now have employers’ 


who cause accidents. 
recognized that no money payment for damages, no mat- 
ter how large, can ever be full compensation for the ac- 
cident. At least most victims of an accident, if they had 
their choice, would not undergo the pain and permanent 
injury which they suffer for any sum at all near the dam- 
ages which they can collect on account of the accident. 
No ordinary amount of money, for instance, could, in the 
opinion of most of us, make up for the loss of a leg or an 
arm. Unfortunately, however, accidents do happen. They 
are one of the penalties paid by the community for the 
civilization which all of us enjoy. Partly to recompense 
those individuals who do meet with accidents custom has 
recognized a certain scale of payment for their misfortune, 
but at best this scale must be arbitrary. It is essentially 
a compromise between too large a sum, which would dis- 
courage all industrial effort by others for the benefit of 
the community, and too low a sum, which would make the 
individual victim the only person to suffer by the accident. 

If this viewpoint is accepted, and it seems the only log- 
ical one, the question of the scale of damage payments 
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for injuries where liability is admitted becomes simpler. 
The amounts assessed should be proportioned according to 
some generally recognized scale not too great to dis- 
courage people from building factories and railways, and 
in no case should the impossible object be sought of fully 
recompensing the victim. Judged by these standards, an 
individual payment of $12,000 for the accident mentioned 
above and an annual expense for damages of 22 per cent 
of a railway’s gross income seem excessive. — 


PROPOSED BRITISH RULES FOR PLATFORM MEN 


The Tramways & Light Railways Association of Great 
Britain has recently drawn up a collection of rules and 
regulations to aid in standardizing this feature of English 
tramway operation. While this work is admittedly a skel- 
eton which can be clothed to meet local conditions of pri- 
vate or municipal systems, the rules are worth study as 
models of brevity and clearness. They apply only to city 
conditions, of course, as there are no interurban railways 
in the United Kingdom. The rules differ from those of the 
American Electric Railway Transportation & Traffic Asso- 
ciation in quite a number of interesting particulars. In the 
first place, the British book is prefaced by an “agreement 
of employment” which sets forth the conditions of service, 
such as medical examinations, conformity to the rules, notice 
before quitting work, right of ‘suspension and dismissal, 
liability for negligent damage to equipment, weekly pay- 
ments of wages with one week’s wages in hand, non-guar- 
antee of continuous work, rates of wages, title of respon- 
sible governing officer, etc. The wording of the rules is 
notable for the use of the term “must” throughout.. Bell 
signals, which have caused so much discussion in the prepa- 
ration of the American code, are disposed of by the simple 
phrase: “Bell signals between conductors and motormen 
must be set out in accordance with the accepted practice of 
Uniform bell signals are 
wanted in this country because of the operation of inter- 
urban cars on city tracks, whereas in England the operation 
of the cars of one system over that of another is much less 
frequent. 

A remarkable omission from the English code is that 
of all reference to the responsibilities of the motorman 
and conductor except that they are equally responsible for 
replacing the trolley on the wire. The code also has no 
carhouse ‘rules except those which instruct the motorman 
and conductor how to take the car in and out of the build- 
ing. Furthermore, the crews are not instructed to warn 
passengers against danger in boarding or leaving cars, a 
condition which would indicate that the English passenger 
is not quite so reckless as the American and that the street 
pavements are kept in better condition. Among the instruc- 
tions addressed only to motormen are those on the main- 
tenance of a certain distance between cars, prohibition of 
passengers riding on the front platform, starting a car up 
a grade, operating a car through flooded track, proper 
operation of each class of brake and methods for minimiz- 
ing the use of electrical energy. The rules for conductors 
differ very materially from the American code owing to 
the use of zone and ticket systems of fare collection. The 
conductor is not permitted to run the car in case the motor- 


each company or corporation.” 
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-man is disabled, but is ordered simply to knock out the 


canopy switch and wait until help arrives. The rules, which 
comprise 103 in all, are supplemented by several appendices 
on how to deal with offenders against the by-laws or public 
ordinances, how to report street accidents, how to handle 
overhead line troubles, how to resuscitate people suffering 
from shock and, finally, how the trainmen are to deal with 
defective cars. 

The last appendix gives a number of short practicable rules 
on what to do when the automatic switch blows, when the 
car will not start with lighted, unlighted or dim lamps 
respectively, when the controller is giving trouble, etc. On 
the whole, the English rules do not attempt to cover so 
many features of operation as our own, but they appear to 
embody some features in wording and practice which could 
profitably be studied in connection with their possible appli- 
cation to the American code. 


MULTIPLE-UNIT TESTS IN NEWARK 


In ordinary city service the short duration of the peak 
loads involves the establishment of a force of men and of 
an equipment of rolling stock which can be employed for 
only a few hours a day. The result, in many cases, is 
that the rush-hour traffic is the least profitable part of the 
business. Indeed, some managers estimate that it is con- 
ducted at an actual loss. This condition is being contin- 
ually aggravated by the growing tendency for all labor to 
demand and receive an eight-hour workday, making office 
workers, artisans and laborers require transportation to and 
from their places of employment at practically the same 
times. It is even now not extraordinary for extra cars to 
be used for only one trip in the afternoon rush, and if the 
platform men have to be paid a minimum wage of $1.50 
each for the day’s work, the platform expense alone for 
the single trip will amount to $3—possibly more than the 
total receipts from the collection of fares. 

Four means for meeting this condition have been sug- 
gested, namely: light, one-man cars for tripper service; 
double-deck cars with extra conductors at heavy loading 
points; trailers; and multiple-unit trains which are split up 
and run as single cars during the non-rush hours. The 
Public Service Railway of New Jersey, in considering the 
problem of rush-hour traffic, came to the conclusion that 
the last-named plan might possess more of the elements 
likely to produce practical success than the others. In con- 
sequence that company, during the past nine months, has 
been carrying on a series of elaborate tests to determine 
the practicability of train operation. The results are pub- 
lished elsewhere in this issue. 

The tests have been carried out in a very thorough man- 
ner, and a vast number of observations have been made. 
For this reason the recorded results are of exceptional 
value not alone in their application to the conditions in 
Newark but even more through the light which has been 
thrown upon many of the questions arising in the consid- 
eration of the general problem. The work might be con- 
sidered, in fact, supplementary to the work of the A. E. 
R. A. committee on train operation, and, as the cost of 
taking the observations has amounted to several thousand 
dollars, the spirit in which the tests were inaugurated and 


the generosity with which the company has made them 
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public are worthy of the most sincere commendation as a 
material benefit to the whole industry of electric railroading. 

One of the points brought out by the tests is an indica- 
tion that in order to attain the best results considerable 
time is required to familiarize both public and train crews 
with the new method of operation. During the tests it was 
not possible to furnish complete train service over any of 
the lines. In consequence it was necessary to run the test 
trains intermingled with the single cars which formed the 
normal service. For this reason the railway company con- 
siders that the actual figures applying to the relative per- 
formances of the trains and single cars should be used with 
caution and that they should be considered as indications 
rather than bases for final conclusions. Indeed, the opera- 
tion of trains is being regularly continued in Newark so 
that the public may become thoroughly familiar with them 
before the commencement of further tests which are to be 
made in the near future. These will be carried out on lines 
which are fully equipped with multiple-unit cars so that 
complete train service may be given during the rush hours. 
Until these are completed the company will make no definite 
change in its practice. 

Nevertheless, we believe that the observed results will 
receive careful scrutiny from everyone interested in the 
operation of street railways, because of the care with which 
they were made and because they are undoubtedly the most 
extensive of the kind ever conducted upon congested city 
traffic. In all previous investigations with which we are 
acquainted the observations have not been recorded in suf- 
ficient detail to make it possible to eliminate the numerous 
The 
number of stops per mile, the number and extent of exter- 
nal delays, the number of passengers, the time of passenger 
interchange, all influence to a marked degree the schedule 
speed and produce variations from it. If these are not 
known, comparisons between two cars are based largely 
upon luck, because the car or train which gets few pas- 
sengers makes few stops and has few delays and it nat- 
urally makes good time regardless of any advantages of 
design or equipment. But when all factors are recorded, 
as in this case, it is possible to draw comparisons which 


variables which enter into every traffic problem. 


have a real meaning. It is, of course, true that all vari- 
ables are liable to cancel out if a sufficient number of rec- 
ords are made, so that reasonably reliable averages may in 
many cases be obtained. Yet, in addition to the time re- 
quired by such a procedure, it, is easily possible for inherent 
qualities of different equipments to continue to affect re- 
sults almost regardless of the number of trial runs. Such 
a condition will be found in the Newark tests, where it is 
shown that in practically no case was it possible to get the 
same load per car into the trains as was cttstomary on 
single cars. The reason is, of course, obvious when the 
condition is actually pointed out by the results. A few 
train units in a line of single cars, running on about the 
same headway, are not likely to pick up any more passen- 
gers than the normal load for the single unit. Yet this 
light loading of the train would work to its advantage by 
enabling it to hold its place in the line, and if the absence 
of the theoretical train load amounting to twice that of the 
single car had not been recorded, absolutely erroneous con- 
clusions might be drawn from the trials. 
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Power Equipment of the Hamburg Rapid 
Transit System 


Power Station, Substations and Transmission for the 800-Volt Direct-Current Operation of This Elevated and 
Underground Railway 


The power generating and distributing structures of the 
Hamburg Elevated & Underground Railway consist of 
the power station at Barmbeck, adjacent to the carhouse 
and shops described in the ELrectric RAtLway JOURNAL 
for March 15, 1913, one substation at Hauptbahnhof (main 
steam railway station) built underground because no land 
was available, and a second substation near the Kelling- 
husenstrasse passenger station of the railway. The low- 
tension circuits of the right-of-way comprise the third-rail 
construction hereinafter described, two lighting circuits, 
which are independently connected to the storage batteries 
of the substation, as each of the two substations feeds only 


room, machine shop, dining room, toilet, etc., are located 
in an extension of the boiler room. Many European power 
stations are famed for their architectural grace, but even 
among them the Hamburg installation is noteworthy for 
ornamental treatment both outside and in. The accompany- 
ing views can give only a faint idea of the attention 
lavished on this feature. The exterior decoration of the 
structure was compulsory owing to the proximity of the 
new Hamburg municipal park, and the operating company 
resolved voluntarily to make the interior of the structure 
equally ornate. 


The building is of brick with a steel truss roof, the 


Hamburg Power—View of Turbine Room at Barmbeck, Ppoking! Toward the Sutchboard Gallery 


one lighting circuit for the whole belt line, and a two-wire 
circuit from the storage batteries for the operation of all 
safety mechanisms at 220 volts direct current. 
POWER STATION CONSTRUCTION 
The power house is favorably situated in the outskirts of 
the city with regard to both the most economical trans- 
mission of energy and the supply of material. It is but 1.6 
miles and 4 miles respectively from the substations so that 
it was feasible to transmit the energy at the generating po- 


tential of 6000 volts, thus dispensing with transformers at’ 


the power station. The location of the building between the 
Barmbeck Canal and a spur of the Prussian State Railways 
insures ample facilities for getting coal and other supplies. 

The accompanying plan shows the general arrangements 
and dimensions of the Barmbeck power station. The 
boiler room is 157 ft. 10 in. long x 117 ft. 5 in. wide and 
the corresponding dimensions of the turbine room are 159 
ft. 10 in. x 58 ft. 8% in. The plan shows that the store- 


monotony of tia outer wall surface being broken by small 
square figured panels and arched pilasters around the 
higher windows and doorways. The lower part of the 
stack, just above the roof line, has a temple effect brought 
about by the use of columns, while the remainder of this 
structure is made with narrow flutings interrupted by head- 
ers of brick-at regular intervals. For the interior treat- 
ment tile was used in the turbine room and basement to a 
height of more than 6 ft., and it was also employed for the 
switchboard gallery and stairways. A view of the turbine 
room looking toward the switchboard gallery shows how 
the effect of the tile has been artistically enhanced by the 
use of decorative lines and patterns at the window arches 
and elsewhere. The lighting fixtures, railings and grill 
work on doors are also of artistic design. A leather- 
padded sound-proof telephone booth is installed near the 
switchboard to enable the operator to send and receive 
messages under ideal conditions of quiet and convenience. 
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The view of the boiler room shows that little inside 
bunker storage has been provided as dependence is placed 
on the open storage yard, which is of ample capacity for 
the ultimate installation of twelve boilers. Coal is dis- 
tributed in the yard by means of a scoop which has a travel 
of 260 ft. from a bridge of 180-ft. span. This scoop can 
take coal at the rate of 40 tons an hour from either canal 
boats or railroad cars as the case may be. The coal is 
transported from the yard to the boiler room by means of 
two chain conveyors which are installed in reinforced con- 
crete runways under the coal pile. The capacity of each 
conveyor, 20 tons an hour, is ample for all needs. 

The boiler room is laid out for an ultimate equipment of 
eight units. The initial installation, however, consists of 
five units with a heating surface of 4520 sq. ft. each, all 
operated at 220 lb. pressure with 350 deg. C. superheat. 
The grate area is 130 sq. ft. Four of the boilers have chain- 
grate stokers, but the fifth is provided experimentally with 
an overfeed stoker. The superheaters which are placed be- 
tween the piping and the upper boilers have a heating sur- 
face of 1184 sq. ft. each. The feed-water heater for each 
boiler has a heating surface of 3229 sq. ft. Another boiler 
of the same size is now on order and two more will soon 
follow. It will be noted from the cross-section of the sta- 
tion that the products of combustion are led through an 
arched duct of brick under the feed-water heaters directly 
to the base of two stacks located within the boiler house. 
As yet, however, only one stack has been built. The full 
height is 261 ft. and the inside top diameter is 13 ft. 

The boiler-feed pumps are of the centrifugal type. One 
of. them is rated at 276 gal. per minute and the other at 
451 gal. per minute. Only one pump is required for con- 
tinuous operation. The feed-water lines are composed of 


Hamburg Power—Generating Plant at Barmbeck 


two complete loops which may be used with or without the 
feed-water heaters. The exhaust of the feed-water pumps 
and that of a non-condensing turbine are utilized to heat 
the nearby carhouses- and shops. Make-up water is taken 
from a well by two electrically operated pumps and carried 
to two cisterns in the roof framing of the boiler house. 
Part of it is treated by a purifier having a rated capacity 
of 20 gal. per minute and is transmitted to make-up water 
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tanks beneath the purifier in the basement and to the car- 
house and shops for car-washing and other purposes. 
The steam pressure lines run directly from each pair of 
facing boilers to the nearest turbine, thereby insuring 
minimum transmission losses. Emergency cross-connec- 
tions are provided to permit any boiler to feed any turbine. 
_The generating equipment consists of one 400-kw tur- 
bine operated at 1500 r.p.m. and two 2000-kw turbines 
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Blectrie Ry.Journal. 
Hamburg Power—Cross-Section and Plan of Generating 
Station 


operated at 3000 r.p.m., all generating 6000-volt, fifty-cycle, 
three-phase current for direct transmission to the substa- 
tions. As shown on the plan, provision has been made for 
the installation of a fourth 6000-kw turbine, which is al- 
ready required on account of the increasing traffic demands. 
The speed regulation of the turbines is 5 per cent above or 
below normal. Two Tirrill regulators are installed for 
voltage control. The electrical end of the, turbine is cooled 
by filtering air under a draft of 0.39 in. of water. The 
average winter afternoon load during the Christmas 
shopping season last year was 4000 kw. 

The condensers are of the surface type. The pumping 
outfit consists of a turbo-generator set, the exhaust of 
which is transmitted to the second stage of the main turbine 
or utilized for heating the car maintenance plant as previ- 
ously noted. The extension of the small turbine shaft car- 
ries the wet-air pump, which consists of a centrifugal water 
pump and a centrifugal air pump, and the cooling-water 
pump. The condenser equipments are placed in the base- 
ment between the turbine piers, as is the Allgemeine com- 
pany’s usual practice. 

POWER STATION CONTROL EQUIPMENT 

The cables from the generators are carried through the 
basement to the switch room, whence they are continued as 
bare conductors to the high-tension compartments. Circuit- 
breakers are installed for these conductors at the inlets in 
the basement, at the remote-control oil switches and at the 
point where the lines branch off to the duplicate busbar 
system. The incoming high-tension cables are also sepa- 
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rately connected to the two sets of busbars, consequently 
one high-tension circuit can be operated while the other 
is out of service. The remote-control oil switches can be 
operated by hand when necessary, but ordinarily they are 
actuated from the main switchboard by relays on a I10- 
volt d.c. circuit. 

The high-tension busbar compartments are placed in a 
two-level room behind the switchboard gallery in two rows 


OE EE ee Y : 
| a q 5 

= kes i | GZ _ 

SRS SSS ean g . 

aah) rage 

A || Lo || on) Zc 

[| a Be: 
LITT 

CN ASIN SLL ON GS IS ELS LOS . 


Electric Ry.Journal 


Hamburg Power—Cross-Section of Substation Built Along 
and Above Underground Railway 


with an ample gangway between. 
up of Duro asbestos plates. A particularly interesting fea- 
ture is that the base of each cell is finished in tile with a 
miniature dike at the front to prevent burning oil from 
flowing over into the aisle. The switchboard is also com- 
posed of Duro asbestos, but to give a better appearance 
this material is surfaced with Dutch tile. 

In addition to the high-tension equipment the power sta- 
tion has two 40-kw synchronous motor-generator sets to 
generate IIo volts direct current for emergency lighting 
and remote-control operation. The secondaries of these 
sets are connected to two three-phase transformers which 
supply the carhouse and shops with power and lighting cur- 
rent at 220 volts. The d.c. supply at 110 volts is reinforced 
by a storage battery having 972 amp-hr. capacity on a 
three-hour discharge basis. A 5-kw asynchronous motor- 
generator set is also installed to deliver 220 volts dc. for 
the block signals. 


The barriers are built. 


[Vor XLT No, 1. 


sion and battery compartments are above the subway. Ample 
natural illumination is received through roof lights, as is 
apparent from the accompanying halftone view of the in- 
terior. While the lighting, therefore, offered no particular 
trouble, careful attention had to be given toward obtain- 
ing ample ventilation by mechanical means. The suction 
and filtering ends of the ventilation ducts are placed on the 
tunnel side, while the tower through which the exhausted 
air passes leads to the street. Furthermore, the battery 
room can be separately exhausted so that no fumes can 
enter the converter room. The interior view of this station 
shows the same neat tiled-wall treatment as in the case of 
the generating station. The Heilwigstrasse station is of 
similar construction, but it was built somewhat like a 
private dwelling in order to provide living quarters for the 
substation operator. Both substations are equipped with 
a crane. 

Each substation: now contains three 6000-volt cascade 
motor-generator sets of 1000-kw capacity, with a fourth 
set for each substation already ordered; two Pirani sets, 
each consisting of a 185-hp asynchronous 6000-vo't motor, 
a double-commutator interpole booster and a direct-current 
exciter with differential switching connections, and an 
accumulator of 386 cells with a capacity of 1258 amp-hr. 
on a one-hour discharge basis. 

The choice of cascade sets was dictated largely by the 
consideration that they could be connected directly to the 
6000-volt circuit. Their dimensions are smaller than 
equivalent motor-generators or rotary converters, because 
with a like number of poles one-half of the work is done 
by the asynchronous three-phase motor, which operates 
half as transformer and half as motor, and the other half 
of the work is done by the d.c. commutating-pole genera- 
tor, which serves half as a rotary converter and half as a 
generator. The rotor of the motor has a twelve-phase 
winding and is mounted on the same shaft as the armature 
of the generator, which has only two bearings. The poles 
of the motor have a damper winding. The motor is started 
on the three-phase side by means of fixed rotor resistances 
which are automatically cut out at synchronism by means of 
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Hamburg Power—Cross-Section of Subway, Showing Wall Brackets for Cables, Location of Third-Rail and Walkway 
and Details of Conduit Trough 


SUBSTATIONS 
Energy is transmitted to two substations, one at Haupt- 
bahnhof and the other at Heilwigstrasse. The first sta- 
tion is rather unique in that it is located below the street 
level alongside and also over the underground railway. 
The cross-section of the substation shows that the converter 
room is parallel to the right-of-way and that the high-ten- 


a centrifugal switch and are then short-circuited by hand. 

The load on the motor-generator sets is greatly equalized 
by the use of Pirani battery control so that the variations in 
voltage, even under the worst peak conditions, are very 
small. During the day the batteries are used merely to 
equalize loads but during the late night and early morn- 
ing hours they are capable of handling the entire traction 
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oad and of furnishing the necessary additional lighting. 
it is very simple to change to these different purposes 
merely by changing the regulation of the Pirani machines. 
Owing to their importance the Pirani sets were installed 
in duplicate. 

The control gear of all high-tension 
equipments is mounted on_ trucks 
which are separated by concrete walls 
so that all apparatus can be safely 
inspected by moving the truck away 
from its fixed connections.. Auto- 
matic oil switches are used both for 
the cascade sets and for the incoming 
high-tension lines. 

A second battery with a capacity of 
Ig9 amp-hr. on the seven-hour dis- 
charge basis furnishes current at 220 
volts for block signals, remote-control 
and emergency lighting. A novel fea- 
ture of the battery equipments is the 
use of a portable charging equipment. 
This consists of a 220-volt, 4.5-volt 
motor-generator set with accompany- 
ing switching panel. At present all 
substation circuit-breakers are set for 
a maximum of 2500 amp. 

The Hauptbahnhof substation is 
furnished with a portable air com- 
pressor and the Heilwigstrasse sta- 
tion with a stationary air compressor 
for blowing out machines, switches, 
etc. The Hauptbahnhof substation 
has room for three and the Heilwigstrasse station for two 
additional motor-generator sets. 


Hamburg Power—Boiler Room at Barmbeck 


t< 


LOW-TENSION TRANSMISSION AND CURRENT COLLECTION 
The locations for the low-tension d.c. cable runs from 
the substations to the third-rail were planned with great 
care. On viaducts and bridges particularly ample space 
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was reserved under the walkways for the feeder cables, 
and in some cases the cables are carried in a boxlike struc- 
ture. On stone viaducts the granite deck has been con- 
The return cir- 


tinued. with metal to form a cable trench. 
cuit lines consist of bare copper cables. 


Hamburg Power—Subterranean Substation Built Alongside and Over the 


Railway 


The third-rail is of the under-contact type similar to the 
Sprague-Wilgus design. It is carried from porcelain insu- 
lators at intervals of about 16 ft. and is protected with 
wooden boards. A leather washer is installed between the 
porcelain insulator and the rail to minimize vibrations. 
The contactor rail in the tunnel sections is about 2 in. 
lower than in the open sections, so that light is auto- 
matically cut in by the downward movement of the collector 
shoes. The rail consists of cast iron with 0.3 per cent 
manganese and 0.1 per cent carbon with a cross-section of 
280 sq. in. 


MOTOR INSPECTION AT MEMPHIS, TENN. 


The Memphis Street Railway Company, Memphis, Tenn., 
has made an exceptional armature-winding record for the 
past four years. The company operates approximately 300 
cars and found it necessary to wind only seventeen arma- 
tures in 1910, twenty-five in I9gII, twenty-two in 1912 and 
none to June 1, 1913. In explanation of this record, A. B. 
McWhorter, master mechanic, states that it is due to co- 
operation between the mechanical department and the mo- 
tormen, careful daily inspection and care in winding. 

The company winds its own coils, dips and bakes them. 
After they are baked they are not allowed to harden before 
being used, but are placed in the armature core when the 
insulating paint is soft and pliable. After an armature is 
wound it is painted but not baked. Insvections of motors 
are made daily because the company’s repair shop contains 
only two pits and it is not considered practicable to make 
inspections on a mileage basis. In consequence all cars are 
run over these two pits every night, and in case a defect is 
found which might result in armature trouble at any time, 
the car is taken out of service and repairs made immediately. 

All inspections at the repair shops and the division car-, 
houses are made by trained inspectors. These men are 
taken from the regular car crews, the transfer being in the 
form of a promotion. After a two weeks’ course in the 
shops in armature inspection and repair, the student in- 
spectors receive a written examination, and those passing 
the test are put to work as regular inspectors. 
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Train Operation for City Service 


The Public Service Railway of New Jersey Has Been Conducting a Series of Tests for the Purpose of Determining 
Whether the Operation of Two-Car Trains in City Service Is Practicable and Desirable, 
and a Number of the Recorded Observations Are Published 


As is well known, the conditions in the city of Newark ll platforms and Tomlinson radial couplers. The motors 


are peculiarly. severe in the limitations which they impose 
upon the local transportation system. They have, in fact, 
become so difficult to meet on account of the rapid growth 
of the surrounding communities that the rush-hour traffic 
upon some of the lines approaches the point where con- 
gestion prevents the operation of sufficient cars to meet 
the requirements, and as the use of two-car trains offered 


were of the interpole type, with multiple-unit control. The 
air-brake equipment on all cars was of the General Electric 
straight-air type with emergency feature and quick service 
valves. 
LINES ON WHICH TEST WAS CONDUCTED 
The tests were carried out on the Central, Orange, South 
Orange, Bloomfield, Springfield and Broad Street lines. 


TasBLeE I—CHARACTERISTICS OF LINES 


Average | MAXIMUM dieepes| Miles *Aver- | *AVERAGE RIDE *Aver- | **Pres- + 
Grade From age age ent Mi: | Head- 
Line From To Miles per Starting|. Stops {>-——_,  — | wechedule| imum }away at 
Cent. | Point per H Speed, Head- | 11 a.., 
Feet Location Mile |Per Cent Miles Miles way, Min. 
| ‘per Hr: Min. 
| 5 
| 
Gentralin nian sents Penn oR. Ri oa East Orange..} 4.27 0.78 192 |Munn Ave..... Bud 10153 44.3 1.89 7.36 2 5 
Oranve:—. sc Gane PenniR OR Gk « West Orange.| 6.57 0.68 250 |Harrison Ave...| 6.57 10.76 bY pe A A 8 7.91 2 4 
South Orange..../Penn. R. R..... City Line....] 4.01 0.93 229 |Seventh St..... 1.88 14.40 ble ie Mae 4 3 15) 7.20 | 
E. Ferry St...).. South Orange! 6.72 0.41 245 |Center St...... has es a 7 Mage Gf 29.1 1.96 7.46 1 
Magazine St.....|South Orange} 7.39 0.37 245 |Center St...... 6.39 135 25 Aish a vie k:) 
rt By Ferty St. 20.5 Maplewood....| 8.82 0.19 245 ~|\Certer St.c.... Le 10.11 PP es He ee 27 7.90 
Bloomfield. :..... Pentaho (Montclair....| 7.00 0.83 320 |Montclair Gu EL 7-200 9.03 44.0. | 3.08 8.45 2 4 
Penn. RoR... 6s Caldwell..... 10.73 0.67 510 |Sunset Ave.....] 7.55 7.69 384 4) Saez 9.20 
Springfield....... Southiotse rooney he bar 5.90 O61. | -215 tpi ies <j-tee 5.63 10.45 S10 S2 less 748. 
Gs | | St. . 125 5 
South St........|Maplewood....| 7.75 |. 0.22 | 215 |Foxty-second 5.63 9:77) 23209°=4|. So55 mseoo 
| it. | 
Broadetoasuees Irvington (In).../Big Tree.....| 9.43 | -0.14 | 201 |Nineteenth St.. 1223 8.23 DS 0. aj ere 9.38 } 1 205 
Big Tree (Out)..|Irvington....| 9.20 0.17 201 |Nineteenth St..} 8.12 8.65 ZAG. HW 4226 8.89 


*Rush hour. 


**Includes cars to all terminals. 
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a possible solution to a part of this problem, the Public 
Service Railway has conducted during the past nine 
months a series of tests to determine the possibilities in this 
method of operation. 
EQUIPMENT TESTED 

The following table shows the principal dimensions and 
equipment of the four-motor cars which were used in the 
test: 


For the benefit of those not familiar with these routes, a 
brief discussion of their characteristics is given in the fol- 
lowing paragraphs: 

The Central, Orange, South Orange and Springfield 
lines are more or less similar in that they all have rather 
heavy grades soon after leaving the business center of 
Newark, while beyond the city line the rise is gradual 
and is broken by down grades. The Bloomfield line has 
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Newark Tests—Profiles of Typical Lines 


Motor Cars Trailer 
Wength over, bum persacve ctr te earner ane ee 46 ft. 4 in. 44 ft. 4in. 
Width. overall “jective syste an te ablacemeteuseeroa § ft. 7 in, 8 ft. lin. 
Seating Capacity am vote mye o> vis le eershey vente Phiete i apete olarak 44 35 
Type” Of MMOtOLS sles. crstetsieteint~) > Piero ater yen ate West. 307 C-A terete 
Motor” catia heias kierc bowie’ nie sulted seem iep Laer es nian 40-50. Hpi: sitnsieiars 
Gear. ‘Patho! 2.08 aetecustatete seer aeate ok eect tee Leet eeeroiece elaine TBO Gira eo anee ols 
Type of controliscc Fo. 3 sh srecta och ens leeia ats cie Wiest: EA ae teientice 
Type of trucks 4a. sos hae helen oe ene eet Stand. C-50-P Peck’m 14 B-3 
Total. wei ghte-cuv. tee seemietay xevjote lave! ote ateleeee epee ea nena tele 48,700 32,800 


All of the cars under test were of the double-end pre- 
payment type and equipped with hand-operated doors on 


heavy up grades a large portion of the way to the Mont- 
clair carhouse and steep up grades and down grades from 
that point to the end of the line in Caldwell. The Broad 
Street line differs from the others in that it is a through. 
route running beyond the city limits in both directions. 
The grades on the southerly end are more gradual than 
those on the other lines, while the north end is compara- 
tively level. The short portions of the South Orange and 
Springfield lines east of the business district do not alter 
the character of these lines so much. Approximate profiles. 
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of the Central and Bloomfield lines are shown in the ac- 
companying cuts. 

The Central line, after leaving the business section of 
Newark, passes through a small factory district and then 
runs through a good residential section, well built up all 
of the way to the end of the line. The Orange line is simi- 
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tory beyond. The Bloomfield line, after leaving Newark, 
passes through the business centers and residential sec- 
tions of Bloomfield and Montclair with transfer points in 
each. It also serves the small towns of Glen Ridge, Ve- 
rona and Caldwell and has more or less free running terri- 
tory between towns. The Broad Street line runs through 


TasLe II—Cenrrat Line 


Net Time 
Gained (+) Passengers 
Delays or -—Boarding—, 

t : _in Lost (—) in Along 
Trip Mileage Minutes Minutes Terminal Line 

Single Car: 
Dy ulbete stay Moprass aehs'g ya ver Menals-e 4.27 2.00 3.00 5 &2 
sae tel sversiere ehehcies > PBGUos cen 415 0.67 ° +4.66 7 34 
(Outs SABE aig clelel ols Fale leraiaye 4.27 0.00 —4.00 6 80 
ys permtatas cate, «iio tegoreeas s 4.27 0.97 —2.03 9 78 
Ie at ook bess 4.15 0.95 —2.05 10 111 
ERR cot ors Gots cs 4.27 0.00 ah 9 129 
12, Aap patQueneeta.d CoOe 4.15 0.20 —0.80 12 92 
WUidabaters Nera s: eicha\ «ee. oe sine taboos 4.15 0.75 +0.75 7 39 
LEGS Sige eRe occ pee te 4.15 0.25 +1.25 7 36 
Or Eteyecc re iiieis Ss coe cola Scie Pane 4.27 2.68 +2.69 3 44 
Ot ie ise cess iced sie ier ma aiete ye 4.27 2.75 +0.75 6 37 
In. MiNansens Neva eae Or 4.15 0.32 +3.32 6 40 
OD Utetetere ete itis snc Ghondis ore a) aiey 4.27 2.92 —1.09 14 60 
Chit brerertala seta tae tsuyicte tiseaies 4.27 3.48 —5.02 8 52 
Peeters suolsicmveress Sern ena 4.15 0.20 —3.30 7 105 
ROME atc fer reed al ots Siatetors r/c eis etals 4.27 1.07 +5.07 9 86 
aN tctale cies ote sia eve 4.15 0.40 —1.60 4 78 
Lil a. COR AREER ER Se CE aE S 4.15 0.40 +4.40 7 37 
Hsigite eis ndtv eateleee ats vied 28 4.15 0.00 0.00 5 40 
ONE eieceisisite onsets ctv codenad 4.27 0.17 +1.16 7 47 
OG ae vette: oogica sae alec 4.27 1.27 +1.26 8 64 
Oba ieee svt ds «alamo 4.27 Tie: —3.29 10 33 
i615 64.6, Wee See 4.15 0.00 +4.00 11 38 
OIE Michi ers neces Coe eee 4.27 0.68 —3.32 1 56 
CEs crs odo glers on eros Behe lke 4.27 3.37 —8.03 7 63 

Multiple-Unit Train: 
ipa OH OO bon De CEOS TLD 4.15 2.72 —1.78 14 102 
Citrate oie asia, cnomuee ele 4.27 0.17 —3.83 31 149 
MOAT Esieatere char avsieesss\iersisle. asaeeeys 4.27 1.90 +0.40 21 79 
IBUekee otais ala sicte re. Fabs) sabe. ate ass. 4.15 0.68 —2.82 16 162 
QUE ey et wcucite sieisua:s ie eid. Fitns ose 4.27 0.30 —2.20 10 129 
SL Raareterre erect Pav ereieve ee anaticel cok eke 4.15 0.18 —1.32 15 143 
Wield eberg ADS ape aie fcr en 4.15 0.18 —1.82 6 77 
Daher cher nation tals. sce eve: suant sis: 4.27 0.15 —4.85 32 122 
Ot PrehalcRaticetarets sie cte.ove alates 4.27 6.20 —4.55 16 115 


TotalTime Power 
Stoppedin Consumption 
See Stops ova Kw-hr 
XC. 0 per per Car per Ton Remarks 
Delays) Mile Mile Mile 
368 12.65 4.45 0.163 
193 8.68 5.06 0.197 Oct. 22, 1912 
409 13.12 6.09 0.224 Weather—Cloudy 
344 12.88 4.22 0.155 ) Rail—Good 
378 12.77 3.85 0.136 
414 11.95 5.39 0.186 
360 14.45 4.58 0.165 
0.12 2.65 0.102 
210 8.68 2.65 0.103 Oct, 23, 1912 , 
247 10.30 3.98 0.154 ¢ Weather—Rain 
229 10.77 4.45 0.172 | Rail—Wet , 
164 9.40 3.62 0.140 
262 10.54 4.21 0.157 
268 11.24 3.98 0.151 
ea eeu peens te 
‘54 0.213 
325 13.49 4.10 0.152 Oct, 24, 1912 
181 9.64 3.62 0.149 | Weather— 
236 9.88 4.34 0.168 ss M.—Showers 
272 9.61 4.69 0.179 M.—Light showers 
288 11.01 5.62 0.210 Rail 
221 10.07 4.22 0.163 A. M.—Fair 
176 9.16 3.62 0.139 | P. M.—Bad 
282 10.77 4.92 0.185 
286 11.95 4.92 0.185 
390 13.26 4.10 0.157 Oct. 22, 1912 
481 13.59 5.85 0.214 | Weather—A. M.—Fair. P.M.— 
352 13.12 7.15 0.275 Cloudy. Rail—Good 
Oct. 23, 1912 
449 13.25 5.66 0.207 | Weather—A. M~—Rain 
434 13.12 5.73 0.216 P. M—Rain 
Rail—Wet 
401 14,45 5.66 0.210 Oct. 24, 1912 
325 13.25 5.18 0.202 | Weather—A. M.—Showers 
461 12.65 6.44 0.2406 P. M.—Cloudy, light showers 
375 12.18 5.74 0.217 } Rail—A. M.—Fair. P. M.—Bad 


lar to the Central line in the city of Newark, but in addi- 
tion to serving a residential section, it passes through the 
business centers of East Orange and Orange. There are 
three transfer points on this line in .Orange and West 
Orange. These factors tend to increase the number of 
short riders. 


good residential sections at both end and passes few stores 
outside of the center of Newark. 

The passenger counts made on some of the heavier after- 
noon trips have been plotted in Tables II to VII, which 
will give an idea of the distribution of traffic on the differ- 
ent lines. The length, average grade and other character- 


TasLte I1J]—Orance LINE 


Net Time Total Time Power 
Gained (+) Passengers Stoppedin Consumption 
Delays or -—Boarding—, Seconds Stops Kw-hr Kw-hr 
in Lost (—) in ‘Aiohe long (Exc. of per per'Car per Ton Remarks 
Trip Mileage Minutes Minutes Terminal Line Delays) Mile Mile Mile 
In, hee aly 6.45 0.25 +0.50 8 54 264 9.46 Nov. 6, 1912 
2.02 +2.28 6 36 167 6.55 A gay Coa 
0.38 +0.38 3 76 327 8.38 A, M.—Cloudy 
1.20 +0.70 4 47 249 7.91 M.—Fair 
0.49 —3.52 8 144 512 10.50 5.48 0.196 Rail 
0.00 —1.00 8 66 295 8.22 3.57) 0.137 A. M.—Sanded 
5.03 —5.97 9 90 387 9.59 5.03 0.189 P. M.—Good 
0. —2.00 4 123 405 10.70 4.66 f a 
oy +2.77 3 55 243 8.06 3.65 Nov. 7, 1912 
0.57 +0.57 2 aD 344 8.99 a tey A i 068 _ Weather— 
0.17 —0.33 4 58 294 8.53 4.57 0.177 Rain 
0.13 —0.87 4 66 322 9.14 2.95 0.113 Rail— 
0.97 —1.03 13 it 552 1125 6.09 0.213 y he —Sanded 
2.97 —1.03 7 119 412 9.14 3.26 0.119 M.—Wet, good 
4.63 —7.37 31 109 443 10.95 5.63 0.204 J 
— 195 591 11.32 4.88 0.183 Nov, 6, 1912 
D a ie 7 2 117 502 9.45 4.34 0.168 ] Weather—A. M. —Cloudy 
1.08 —1.42 20 160 639 11.42 5.85 0.222 pa 
0.87 +1.62 15 81 395 8.84 2.95 0.116 { Rail—A, M. —Sanded 


P. M.—Good 


Nov: 7, 1912 
0.163 | Weather—A. M.—Light rain 
0.155 .-—Rain 
0.179 [ Rat 5 M.—Sanded 

0.169 M.—Good 

0.216 


0.168 J 
0.122 


istics of the lines under rush-hour conditions, which were 

calculated from the data of the test, are shown in Table I. 
DATA OBTAINED 

As it was desired to investigate the performances of the 

trains under the most severe conditions, most of the ob- 


The Springfield and South Orange lines operate at their 
eastern ends through a level factory section. After leav- 
ing the business district of Market Street, both lines run 
through a mixed business and- residential district to the 
western city line and through a less thickly settled terri- 
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servations were made during the morning and evening rush 
hours. The average time of observation was two days for 
each combination of equipment per line. The largest num- 
ber of observations was made on the Central line, as this 
line appeared to present the best field for purposes of com- 
parison. 
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the rush hours. Considerable difficulty existed in filling 
the trains owing to their comparative novelty, and for this — 
reason the summaries include only those trips where the 
loads were in excess of forty passengers per car. 
RUNNING TIME 
One of the first questions in the consideration of train 


Tas_e I1V—SoutH OrAnceE LINE 


Net Time Total Time Power. 
Gained (+) Passengers Stopped in Consumption 
Delays . or -—Boarding—, Seconds Stops Kw-hr Kw-hr 
in Lost (—) in Along (Exc. of per per Car per Ton Remarks 
Trip Mileage Minutes Minutes Terminal Line Delays) Mile Mile Mile 
Single Car: 5 
0.25 —1.75 9 110 442 13.36 at ae 
6.30 +7.30 4 48 235 6.58 3.63 at Nov. 15, 1912 
3.45 +5.45 4 44 305 7.52 2.85 OFS Vener | 
1.03 —10.47 3 111 482 11.76 4.74 0.176 Rail—O. 
0.70 +5.20 6 43 251 7.44 3.28 0.129 ) 
0.22 +0.72 A 64 216 10.93 4.57 0.172 <t6".1912 
0.29 —5.72 9 119 481 15.15 5.65 0.203 | oho eee 3 
0.08 —0.42 4 62 352 HiT, 3.66 0.140 Rail—Good 
0.73 —4.52 17 101 452 13.14 5.47 0.198 } 
0.38 +0.38 11 84 304 9.63 3.42 O13" } 
0.22 TES 12 144 582 12.49 5.43 0.208 | Barnes 1912 
0.70 —3.30 12 87 422 10.05 3.98 0.157 Wenier as ear 
1.25 —5.75 34 97 483 Pitt 4.73 0.182 J ail—O 
0.93 —1.07 5 84 368 10.76 3.67 0.143 Nov. 13, 1912 
1.40 —3.60 9 147 527 10.01 3.92 0.150 + Weather—Fair. Rail—A. M.— 
1.01 —3.98 Tt 194 592 11.63 5.42 0.204 Sanded, fair. P. M.—O. K. 
Nov. 14, 1912 
OURS 8% ac See Se ae 8.82 4.60 —7.60 10 200 791 11.34 4.48 0.170 | Weather—A. M.—Cloudy. Pp. M. 
1h: PD TELS be Lee be 8.78 1.80 —3.20 21 135 606 9.11 3.76 0.146 —Cloudy, rain. _Rail—A. M.— 
f Wet sanded. P. M.—Bad. 
Motor Car and Trailer 
Opt. ate-tee hea aera 4.01 0.37 —12.13 12 92 490 13.20 535 0.239 | Nov. 15, 1912 
Ont. coe eee eee 4.01 0.43 —15.07 27 176 530 15.70 6.35 0.261 J Weather—Clear. Rail—O. K. 
Among the observations taken, the term “external de- operation is whether trains will require a longer running 


lays” covers the time stopped because of interference of 
other cars and vehicles and other unusual conditions. The 
time required for passenger movement at each platform 
was taken from the time the car came to a dead stop and 
the door was open until the last. passenger boarding or 


time than single cars. In the tables will be found a 
column devoted to schedule adherence. For the sake of 
comparison all trips on these tables were checked against 
the normal running time outside of the rush hours, and the 
difference gave the time gained or lost on the trip as com- 


TasLeE V—BLoomrFieLp LINE 


Net Time Total Time Power. 
Gained (+) Passengers Stoppedin Consumption 
Delays or -—Boarding—. Seconds Stops Kw-hr Kw-hr 
q in Lost (—) in Along (Exc. of per per Car per Ton Remarks 
Trip Mileage Minutes Minutes Terminal Line Delays) Mile Mile Mile 
Single Car: Noy. 18, 1912 
Ont: cctools ee are 7.00 0.33 —3.66 2 106 . 598 9.00 eval 0.205 Weather—Clear 
if Peat tS poticd tee 6.88 0.60 —3.65 17 110 508 10.90 3.93 0.138 Rail—O. K 
Olt 2.22 cian eee arcaerep eae 7.00 0.70 +0.20 5) 45 Zon 7.29 4,29 0.165 Nov. 19, 1912 
DID ord as exasers OM TRES OE eletanstene 6.88 0.00 +0.75 4 79 402 7.27 2.47 0.091 W eather—Clear 
Qiat: vi cai eee ete 7.00 1.28 —5.22 8 117 604 9.57 5.14 0.181 Rail—oO. K. 
Tru... ncaa eee 6.88 0.93 ae 10 71 322 9.59 3.78 0.140 Nov. 20, 1912 
Out’ Sy c pre eee Peres 7.00 0.00 —1.25 7 78 339 9.00 4.85 0.179 pam) 
Out. ov yak chat eames 7.00 0.00 8 75 ae 82 431 9.29 5.00 0.183 Me te! pH ‘ 
Ins, 30s). piven te meee 6.88 0.49 —2.76 19 75 330 7.56 2.62 0.096 rig 
COTE a0 oe tae energie ete 10.73 125 —7.00 28 94 659 6.71 5.50 0.198 
Qut..)ic. sae Ree eee 10.73 0.88 --1.39 a) 125 437 6.52 4.57 0.161 
TE Si2.(,, 3-2 ce taiean caret Sera. tetins 10.68 0.00 —1.00 7 90 410 7.30 3.18 0.117 
Out). cep eae eee tae ae 10.73 0.17 +1.90 6 45 385 6.24 3.73 0.144 
Out: \ Aah Oe esa cteeerec els cee 10.73 4.70 —11.80 18 121 625 8.39 3.08 0.109 
Multiple-Unit Train Nov. 19, 1912 
TG, . hah atc beh a ements eas 7.00 1.32 —4.20 11 146 640 9.14 6.15 0.228 Weather—Clear 
Rail—O. K. 
En... . Sateen ee 6.88 0.65 +41.65 5 125 545 9.59 3.93 0.148 
In...., sca Cee ae ae 6.88 0.27 +3.30 10 75 424 7.85 + 3.85 O48 Lapeer a ee 
Out... £cce cees eeee ae 7.00 0.49 —7.01 i 122 740 9.00 5.21 0.196 Raieao wie 
tit | «Scien ec evetaee te Eee 7.00 2.32 —6.70 9 91 506 9.14 4.79 0.184 
Iti) niga coke oe eee 10.68 1.10 +1.10 7 52 430 5.78 4.19 0.166 
Ct oo Naina ate oe oe 10.73 0.00 —14.50 20 229 1009 8.11 5.30 0.190 
Multiple Car and Trailer: Nov. 22, 1912 
Tihs. c.2 yotecieeens tee 6.88 2:78 —8.30 11 146 642 8.87 3.05 0 Weather—Clear 
Ott cE hOv Ae les tmee 7.00 0.35 —25.15 54 176 825 10.00 5.07 0 Rail—oO. K. 
Ran SE cate ee eae a 6.88 0.00 +0.50 20 75 276 8.28 pc Dec. 4, 1912 
Outs Nala PoE Ae pee 7.00 0.00 —4.50 10 83 348 8.29 3.64 0.166 SUS eres 
Wilts vie ca eoe eRe 7.00 2.69 —9.30 20 160 644 9.00 4.93 Os eae 
Rail—Good 
Outecs2 ee eee 7.00 1.05 =r) 43 38 6 86 3.65 0.168 Dec, 5, 1912 
Tid, seo hoes EN ee 6.88 1.05 —0.95 52 32 7.56 2.47 Pe ae acre 
all—VU. . 


alighting was clear of the step. The word “trip” is used 
throughout to mean the run from one end of the line to the 
“other, not a round trip. The total number of observations 
was in the neighborhood of 225,000, but, as before men- 
tioned, only part of these are published, including, how- 
ever, all data bear’ng directly upon train operation during 


‘ 


pared with this uniform running time. The time lost in 
extra stops or delays in starting, due to interference of 
wagons or other cars or other causes external to the regu- 
lar operation of the‘car or train, was subtracted from time 
lost or added to time gained, and the final result for each 
trip appears under the heading “Net Time Gained or Lost.” 


tee asi 
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RESULTS AT CONGESTED CORNERS 
A number of observations were made at the corner of 
Broad and Market Streets, Newark, and these showed that 
the average time required for a train to pass across was 
twenty seconds, (1. e., from the time the front of the first 
car reached the crosswalk on the near side until the rear 
of the second car cleared the cross-walk on the far side). 


ELECTRIC RAILWAY JOURNAL 15 


sion meant a large percentage error inthe result. The 
readings were necessarily hurried in many cases so as not 
to inconvenience passengers. It should also be. remembered 
that the number of stops is a very large factor in the power 
consumption, while it depends a great deal also on the mo- 
torman. These factors all help to explain the wide varia- 
tion in some of the results. 


Taste VIJ—Broap Street LINE 


Net Time 
Gained (+) Passengers 
Delays or -—Boarding—_, 

‘ in Lost (-—) in Along 
Trip Mileage Minutes Minutes Terminal Line 

Single Car: 

AT feuaten os ssa cysis:e. acc dettceik + 5.74 0.00 —4.60 3 136 
(Deh. ean CRS ae nee 5.90 0.85 —0.90 = 42 
OME este eteyttaiers| 8 sae nie oi aie 2290 0.00 —7.00 Bye 114 
MO ieee ele etre c:6 soe a's aw ¢ 4.77 0.00 —7.00 10 62 
Meat oath Sas, de Rae 5.74 0.00 0.00 4 134 
OMe atote Mier aseheleva’as ih siaysiare 5.90 1.48 —5.52 ari 101 
(O52 68, SSS rene eee 4.77 0.23 —3,27 7 p4 

Pe silt hl Unit Train: 

Bio CCL IO RCC er ete 1453 0.00 —5.25 14 138 
Out secre weeisie as cious Hv ben 1.19 —3.32 tne 103 
OTD Soiree Ae Sm ra i ae 6.62 puta —8.13 6 131 
AbTee ue - Gib CRC CICEErIEC aee These) 1.30 —0.20 41 52 
(CAME 4 C ac% Sor Se eee ae 7.75 1.08 —0.92 as 177 
EEIerR eI eis sye\ a akele st es waits 7.53 0.00 —1.00 6 216 
Oa ieemiticesaleisis fere's sis ave t 6.62 0.35 —6.40 4 104 
Sed Soe ae caer eee ee 1.02 —2.48 48 47 

Motor Car and Trailer 
DELS 6.65 Oke ote ae 4.77 0.47 —3.53 6 118 
COU etarcrh ste ears isters tet 016,010 2 4.77 0.62 —5.13 6 fou 
Oe ie eile eee Meese oes alia 6 4.77 0.27 —8.48 ° 6 133 


Total Time Power 

Stoppedin Consumption 

Seconds Stops Kw-hr Kw-hr 

(Exc. of per per Car per Ton Remarks 

Delays) Mile Mile Mile 
673 tAS32 3.36 0.137 Nov. 25, 1912 
372 8.65 4.75 0.186 | Weather—A. M.—Clear 
573 11,18 yee, Beenie P. M.—Cloudy : 
356 9.02 4.61 0.172 ) Rail—A. M.—Good. P. M.—Fair. 
518 10.97 Pe PHY 0.082 Nov. 26, 1912 
516 10.68 5.43 0.202 + Weather—Clear 
310 PP. 5.66 0.215 Rail—oO. K. 
een ee ue Nov. 25, 1912 
478 11.17 4.83 Cetus 

Rail—A. M.—O. K. 
294 7.44 2.93 0.115 P.M. Sopaie 
612 11.09 4.32 0.162 
601 10.88 3.99 0.147 Nov. 26, 1912 
661 10.57 4.39 0.164 \ Weather—Clear 
393 8.10 ho) 0.133 Track—O. K. 
Jan. 4, 1913. 
425 11.90 3.88 0.173 } Weather—tiear. Rail—Fair. 
5 Jan. 6, 1913 

329 10.07 4.61 0.213 W eather—Cloudy 
as 10.90 4.83 0.212 } Rail—Not good, sanded 


Similar observations for two single cars crossing one after 
the other showed an average of 27.1 seconds, or a dif- 
ference of 7.1 seconds. If this represented the time in- 
terval between two cars, and the same interval was al- 
lowed ahead of the first car in each case, the time for the 
trains would be 27.1 seconds, against 34.2 seconds for two 


In computing the power consumption per ton mile the 
passenger load was taken into account as follows: For 
each line a heavy trip was selected and the passenger load 
plotted. From this plot the average load for the trip was 
determined and expressed in per cent of the total number 
of passengers carried. This factor was then: used to cal- 


single cars, or a saving of 20.8 per cent. culate the average load for all trips between the same 
TaBLe VII—Broap Street LINE 
Net Time Total Time Power. 
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Delays or --—Boarding—-~. Seconds Stops Kw-hr Kw-hr 
in Lost (—) in Along (Exc. of per per Car per Ton Remarks 
Trip Mileage Minutes Minutes Terminal Line Delays) Mile Mile Mile 
Single Car: 
RD aia teie tosses 9.20 0.33 0.33 4 86 326 8.26 4.46 0.171 Dec. 4, 1912 
tae Jopeh 25 Cone eee 9.43 0.50 ath 6 83 294 7.00 3.82 0.146 | Weather—A. M.—Cloudy 
GE SepetreLs Gortee, ole eid Reet AO20) 0.02 +1.52 3 47 245 5.98 3.48 0.137 P. M.—Clear 
OU LR Ee oss oe aie oe 9.20 0.00 —1.50 3 126 562 9,24 4.56 0.170 f Rail—A. M.—Fair 
LR ae acl che oe eines A 9.43 0.33 —0.66 4 107 475 8.91 4.68 0.176 P. M.—O. K. 
OG eMac Fe uitrsictoies 9.83 0.57 Sees 5 144 525 8.14 4,38 0.160 Alte iaa 
oie eee 10.1 1.33 —0.66 6 179 552 9.65 4.63 0.165 ec. 5, 
ie ae okt hic GE ee 226 0.85 SUIS 5 36 221 5.98 3.91 0.156 | Weather—A. M.—Cloudy 
Ovi Gnmac so kc yee 7.36 0.00 +2.50 2 44 244 7.06 4.35 0.171 ; P. M.—Clear 
Uika cho HS aS Oe oe 11.95 0.00 —1.00 2 121 512 7.03 3.76 0.140 | Rail (i ) 
Oi s Geese oe eee 12.39 1.50 —3.00 6 163 623 7.42 4.28 0.154 
eee Cn 9.43 0.00 +2.00 12 110 489 7.96 3.87 0.151 Nov. 27, 1912 
ta Per Mmete cto RE tcctetele says. 9.43 0.42 —3.08 8 104 529 7.21 3.93 0.154 ha a 
Ou Pere tate Once ne 9.83 0.23 14227 4 146 732 8.34 a — } Rail—O odes jhe 
Cee Sh Ae ee : =), 7 153 606 9.68 5.43 0.209 ov. 
oe 2 og en ae Se eee aN 9.43 0.00 rie 4 77 374 6.47 3.77 0.150 | Weather—Clear 
TPE, a1) a eh cae 9.43 0.00 —4,25 4 143 644 7.64 3.34 0.129 ( Rail—O. K. 
Ocieee lace cease 9.83 1.20 ==12:80 3 325 1109 9.97 4.83 0.175 
Pan MRA scons ti , i —4.00 5 132 435 8.85 4.12 0.159 
eer PETA Ge cil hole 98 0:38 +3.58 3 83 275 7.39 4.00 0.158 Nov. 30, 1912 
One eee Sen ee 9.20 115 +1.12 6 142 546 8.16 4.68 0.181 Weather—Clear 
Daten mth iodine sas <1 9.43 1.25 +1.25 4 85 406 6.36 4.03 0.160 | Rail—Good 
COE 5 Bios ahs Caen ec 9.83 0.05 2.45 5 163 636 7.94 3.87 0.148 
Motor Car and Trailer 1912 
=) 4 858 9.54 3.39 0.147 1 Dec. 7, 
OMe ges tak | onsi(i::C 8G Ok 570.169" | Weather—Clear.’ Rail—O. K. 
a 114 454 7.74 3.24 0.150 Jan. 4, 1913 
eG I aoe 983 135 $0.05 é 78 351 6.10 2.90 01137 | Weather—Clear.’ Rail—O. K. 
an gt ae 2 489 7.94 4.07 0.191 Jan. 8, 1913 
(oe Nig CE aaa oa 7 ee eee 2 208 765 9.05 4.17 0.185 | Weather—Rain. 'Rail—Fair. Wet 


f POWER CONSUMPTION 
For comparison of the power consumption of the dif- 
ferent equipments, wattmeters were placed on the cars and 
readings taken at each terminal. The smallest division on 
the scale of the wattmeter dial was 5 kw-hr., while the 
difference between readings on some trips was ‘little more 
than this. Hence a mistake in estimating parts of a divi- 


terminals, the average weight per passenger being ce as 
150 lb. 
COUPLING OF TRAINS 
The present method of coupling includes the following 
operations: removing fender, interlocking couplers, open- 
ing cut-out cocks in air pipes, pulling down trolleys, insert- 
ing cable jumpers, replacing trolley and fastening safety 
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chains. This was found to require as much as two minutes, 
but with practice and careful assignment of duties to eacti 
man it could probably be done in a shorter time, and if the 
necessity for removing fenders could be obviated by the 
use of wheel guards or some other device, this time would 
be materially reduced. If trains are to be made up on the 
road, however, a definite allowance for coupling must be 
made in the timetable. 
DEMONSTRATED RESULTS 

The results show that, aside from any question of operat- 
ing cost, the use of trains is entirely practicable in con- 
gested city service such as obtains in Newark. That is 
to say, the tests demonstrated that the riding public ac- 
cepted the arrangement at once without objection, and no 
difficulties were experienced through interference of the 
long two-car units with vehicular traffic. The observations 
as taken indicate that the train carrying a large number of 
passengers makes a greater number of stops per trip than 
a single car. For a given total number of passengers the 
number of stops is practically the same whether the load 
is carried by one car or two. This might be expected, as 
people will board and alight at the same points regardless 
of the method by which they are transported. The rate of 
increase in the number of stops is, however, by no means 
directly proportional to the number of passengers. Instead, 
it falls off rapidly as the loads become heavy. In other 
words the number of stops per trip tends to become con- 
stant or independent of the number of passengers pro- 
vided the total number carried is sufficiently great. On 
none of the test lines in Newark is this point reached 
within the capacity of the two-car train, but the tendency 
was so strongly marked when both cars of the train were 
comiortably filled that the train made only about one more 
stop per mile than each car would have made had they been 
run singly. 

The loading time per passenger will be found to be ap- 
proximately the same on the train and on the single car, 
indicating that the time lost through the transmission of 
bell signals, through the unequal distribution of passengers 
between the two cars and through the necessity for the 
single exit of the rear car was just about offset by the fact 
that the train provided two entrances for the total number 
of passengers boarding as against the single entrance of 
the single car. 

It is, however, a fact except on two of the lines tested, 
namely, Central and Orange, that both the public and train 
crews were unfamiliar with train operation. This, it is be- 
lieved, influenced adversely the running time of the trains 
as compared with single cars. 

Based upon equivalent passenger loads the observations 
show that the use of trailers causes a serious slowing down 
of schedule speeds—much more than enough, in fact, to 
offset the inherent savings. This is undoubtedly due to the 
fact that the four 40-5o-hp motors geared 18:66 were not 
sufficient to haul a trailer weighing 32,800 lb. when both 
cars in the train were heavily loaded. 


FRANK HEDLEY DISCUSSES NEW YORK TRANSPOR- 
TATION PROBLEMS 


At a meeting of the Electric Club of Chicago on June 
26, 1913, Frank Hedley, vice-president and general man- 
ager of the Interborough Rapid Transit Company, New 
York City, discussed problems of transportation as found 
in New York. Before reading his paper Mr. Hedley said 
that between the attacks of the daily newspapers on public 
utilities and the efforts of politicians to regulate them 
street railway development in recent years has been stifled. 
Now, however, a turning point has been reached, for in 
New York by the aid of the Public Service Commission, 
which understands the problems, the city and the trans~ 
portation lines have been brought into partnership. As a 
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solution of similar questions in other cities, the owners of 
the properties and the city officials should get together and. 
deal fairly and frankly with each other, with the result. 
that public utilities would obtain a fairer treatment. 

In his paper Mr. Hedley reviewed the development of 
transportation. in New York, making special reference to 
the New York Railways’ street car parade, which gave 
publicity to the rapid advance in modes of transportation. 
since 1860. He also briefly described the low-step, center- 
entrance car now in use in New York and made special 
mention of the fact that it had practically eliminated board- 
ing and alighting accidents. In discussing the effect of the. 
peculiar physical formation of Manhattan Island upon 
transportation thereon, he said that the New York Rail- 
ways’ lines carry about 1,200,000 passengers daily, the great 
majority of whom, particularly on weekdays, move in a 
southerly direction in the morning and in a northerly direc- 
tion at night, and in each instance in about two hours time, 
which causes great congestion in lower Manhattan during 
these hours. Even with such congestion, however, his 
company has a record for the year ended June 30, 1912, of 
one collision to 7000 car miles operated. These figures. 
include collisions of every character, and the total amount 
of money paid in claims represents approximately 3 per 
cent of the gross income. This excellent record is attrib- 
uted to watchfulness on the part of the trainmen. Mr- 
Hedley emphasized the fact that the management of 21,000. 
employees required in the operation of the surface, subway 
and elevated lines, as well as properly maintaining 4500. 
cars, was no small task in itself. 

The latter portion of Mr. Hedley’s address dealt with 
facts concerning the elevated and subway lines of New 
York City. At the time the subway was opened in 1904 
the interval run was two and one-half minutes with eight- 
car express trains, and now ten-car express trains are run 
on a minimum interval of a minute and forty-eight sec- 
onds, at a speed of 25 m.p.h., including stops, thus increas- 
ing the capacity over the initial operation about 72 per 
cent. 

The movement to the outlying districts has greatly en- 
hanced the value of real estate there. As an example Mr. 
Hedley cited Staten Island and the Bronx, one 5 miles. 
and the other 15 miles from the lower business section of 
New York City. Since 1903, when the assessed valuation: 
of real estate in the Bronx was $226,596,647, there has 
been a gradual increase until in 1912 the realty was assessed. 
at $616,521,378. Realty values on Staten Island, however, 
have remained stationary for more than 100 years, owing 
to the fact that it has only ferry-boat transportation means, 
while the other has surface, elevated and subway lines. 

In conclusion Mr. Hedley said that in many communities. 
ill-advised legislation has done much to direct capital into 
other channels, and the public cannot expect public utilities. 
to develop as they should until such time as they can be 
made attractive for the investment of private capital. In 
his eyes, one of the most important duties of railroad man- 
agers and owners to-day was to see to it that their side of 
the question is brought to the public’s attention and to 
establish the fact in the public mind that investors who 
put their money in public service corporations are entitled 
te the same fair treatment that the investors in other legit- 
imate business should and do receive. 

On the subject of the Public Service Commission, First 
District, Mr. Hedley made this interesting comment: “I 
have to admit that they have entertained me for the last 
six years, but in my opinion they have done a great deal 
in New York to bring about the solution of our rapid 
transit problem. After about six years of experience with 
the Public Service Commission in New York, I do not hesi- 
tate in stating my firm belief in a commission that has 
power to regulate in a manner to provide adequate, rea- 
sonable and proper operation, together with the control of 
issuing necessary and proper securities.” 
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Proceedings of C. E. R. A. Convention 


A Full Account of the Technical Sessions Held on the Steamer “St. Ignace” Last Weet: by the Central Electric Railway 
Association and the Central Electric Railway Accountants’ Association 


The meeting and trip of the Central Electric Railway 
Association. on board the steamer St. Ignace, of the Detroit 
& Cleveland Navigation Company, were mentioned briefly in 
the telegraphic report published in last week’s issue of the 
Erecrric Rairway JourNAL. A more extended account of 
the proceedings of the two sessions of the Central Electric 
Railway Association and of the meeting of the Central 
Railway Accountants’ Association, which were held on the 
steamer, is published herewith. 

President Arthur W. Brady called the meeting of the 
Railway Association to order in the main cabin at 9:39 
o'clock on the morning of June 26. A. L. Neereamer, the 
secretary, read the minutes of the previous meeting, which 
were approved. 

R. N. Hemming, Union ‘Traction Company of Indiana, 
chairman of the standardization committee, presented the 
report of that committee, an abstract of which is published 
on another page in this issue. 

After Mr. Hemming finished President Brady asked if 
the members had received blueprints of the designs recom- 
mended by the committee. 

Mr. Hemming thought the members might like to vote 
separately on the questions considered in the report, par- 
ticularly as the committee recommended controlling di- 
mensions for trolley wheels as standard. 

President Brady said that the report was a valuable one 
and he assumed that it would be wise to have it receive 
the careful consideration of the members with a view to 
definite action at.a subsequent meeting. 

E. F. Schneider, general manager Cleveland, Southwest- 
ern & Columbus Railway, moved that the report be ac- 
cepted and a copy of the recommendations be sent to indi- 
vidual members for final action at the next meeting. This 
motion was adopted. 

F. E. Wynne, engineering department Westinghouse 
Electric & Manufacturing Company, then read a paper on 
“Recent Development in Car Control.” An abstract of this 
paper is published elsewhere in this issue. 

Mr. Hemming said that the paper was a complete dis- 
cussion of the subject and voiced the consensus of opinion 
of almost every man in the operating department concern- 
ing the desired effect. 

Answering a question, Mr. Wynne said that at times it 


was possible to obtain lighter and cheaper equipment with 
field control because the next smaller size of motors could 


be used than the size that would be needed without field 
control. 
DISCUSSION ON VALUATIONS 

Robert B. Rifenberick, consulting engineer Detroit United 
Railway, then read a paper on “Something Along the Line 
of Physical and Intangible Valuation as Covered by Recent 
Legislation.” An abstract of this paper was published in 
last week’s issue, page 1163. 

President Brady, in opening the discussion, said that 
the paper was very valuable and interesting. 

Charles L. Henry, president Indianapolis & Cincinnati 
Traction Company, said he had been delighted with the 
paper and the treatment of the subject. How were the 
companies to meet the question before them? There was 
nothing more mysterious and troublesome to Mr. Henry’s 
mind than this topic. There was more mud around the sub- 
ject of valuation than any other thing that was ever seen. 
Referring to the Indiana bill, Mr. Henry said that he felt 
that the clause about the cost of bringing the properties to 
a state of efficiency was very important. The companies 


felt, as Mr. Rifenberick did, that that furnished an oppor- 
tunity for means for determination of the actual values of 
properties. No limitation was imposed on the powers of 
the commission excepting the additional statement that that 
part of the valuation was to be taken into consideration. 

Mr. Henry added that he had been disturbed on the ques- 
tion of depreciation, but the paper gave a good idea of 
that subject. If depreciation was to be taken into account 
on one side of the balance sheet, the causes of depreciation 
should be taken into account on the other side. The most 
important feature of the question of valuation to-day was 
that the companies must make up their minds that they had 
to face it. They might as well get ready to meet it. He 
regretted that the recent decision of the United States 
Supreme Court did not bear out the views of the author 
of the paper in all details, but if depreciation was con- 
sidered as a factor the whole of the question must -also be 
considered. Mr. Henry felt a little more favorable toward 
the bill passed by Congress than did the author of the 
paper. As the bill was passed by the House it contained 
provisions for physical valuation only. As amended in the 
Senate the bill provided for the determination of values 
other than physical and the title of the bill also had been 
changed. When the bill was taken as an entirety it was 
an admission, fact or argument that all these factors must 
be taken into consideration. When a valuation was made 
what was to be done with it? Some declared that in rate- 
making the question would be as to what rate would be low 
enough merely to avoid confiscation. It was not a question 
of how close it was possible to come to stealing and still 
not steal; there ought to be a reasonable compensation. 
This statement should be taken broadly. How could the 
country secure the construction of its needed utilities unless 
it did grant a reasonable compensation? Did it expect to 
induce men to put capital into the properties and then make 
the rate so low that it would just avoid confiscation? The 
money would never be forthcoming if the country forbade 
any margin above a confiscatory rate of return. People 
talked about the gifts of government land when the great 
transcontinental railroads were built. These great enter- 
prises involved large risks in their inception and the public 
got more, tenfold, than was given away in land. 

F. D. Carpenter, vice-president and general manager 
Western Ohio Railway, said that the companies should face 
the question of valuation. The paper had given more light 
on the subject than he had ever had before. 

President Brady said that by reason of the action of 
Congress under the La Follette bill valuation was compul- 
sory. It was important that provision was made in the bill 
for the consideration of various factors or elements of 
value. 

Mr. Rifenberick said he thought that the decision of the 
United States Supreme Court in the Minnesota rate cases 
threw the burden of the entire subject on Congress rather 
than on the Interstate Commerce Commission. 

Mr. Brady said that the subject was in such a misty and 
shadowy form that it was difficult to tell just what the 
courts would finally decide. There was still a hope in the 
situation. The subject was one of the live topics before the 
industry and one of the lines of work in which the Central 
Electric Railway Association could be of immense value to 
its members from time to time. 

PAPER ON “THE CLAIMS DEPARTMENT” 

E. F. Schneider, general manager Cleveland, Southwest- 

ern & Columbus Railway, then read a paper on “The 
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Claims Department.” An abstract of this paper is published 
elsewhere in this issue. 

Mr. Henry said that he had great faith in both attorneys 
and physicians. He though that no class of business men 
in the country ranked higher in character than members 
of the legal profession. He felt that the physicians re- 
lieved suffering. 

The meeting was then adjourned until the following 
morning. 

CONCLUDING SESSION 

E. F. Schneider, the vice-president, acted as chairman of 
the session held on the morning of June 27. President 
Brady expressed his regret that an unavoidable engagement 
made it imperative for him to return to his home before the 
conclusion of the trip. 

James H. Drew, president of the Drew Electric & Manu- 
facturing Company, of Indianapolis, Ind., read a paper on 
“The Manufacturer’s Duty in the Electric Railway Field.” 
An abstract of this paper is published elsewhere in this 
issue. 

Mr. Schneider said that the railway men should recog- 
nize the work of the manufacturers and their representa- 
tives and the broad spirit which they held toward the 
industry. 

CAR VENTILATION 

H. E. Lavelle, Automatic Ventilator Company, presented 
a paper entitled “Ventilation of Electric Cars” along simi- 
lar lines to one presented by William J. Fleming of the 
same company before the Scranton meeting of the Key- 
stone Railway Club, Sept. 10, 1912, and published in the 
ELectric Raitway JourNAL for Sept. 14, 1912. Mr. 
Lavelle mentioned the ventilation requirements specified by 
various individuals and organizations and described the 
deck sash, exhaust ventilators, hot-air intake ventilation, 
floor-line intake roof exhaust and natural intake-and-ex- 
haust ventilation. Referring to the last he said that the 
volume of air handled by this device depended largely on the 
speed of the car. At a speed of 5 m.p.h. to 15 m.p.h., 
anemometer tests had shown from 25 cu. ft. to 100 cu. ft. 
per minute (intake and exhaust) per ventilator. At high 
speeds readings of 300 cu. ft. per minute had been taken. 
In a car of 1800 cu. ft. capacity six sets of ventilators 
averaging 50 cu. ft. per minute per ventilator would be 
changing the car air every six minutes, or ten times per 
hour. In a high-speed car of, say, 2400 cu. ft. capacity, 
six sets averaging 100 cu. ft. per minute would be renew- 
ing the air about every four minutes. This could be, and 
had been, accomplished under severe winter conditions, with- 
out drafts and without reducing the car temperature below 
so deg. Fahr. In conclusion Mr. Lavelle referred to the 
necessity of proper ventilation for arch-roof cars. 

Mr. Schneider said that one of the things to which the 
country was looking forward was the matter of having 
ideal ventilation of cars without drafts. 

Mr. Carpenter said the problem of ventilation was im- 
portant and the companies should face it. He had started 
the use of ventilators and they had proved satisfactory. He 
found that the air was very much improved by their use. 
For his personal satisfaction he tested the ventilators in a 
smoking compartment, filling this compartment with smoke 
and then opening two ventilators. In three minutes after- 
ward the air was nice and clear. The paper was very inter- 
esting to the railway managers. 

Mr. Rifenberick mentioned the use of old-type open cars 
in Cleveland during the receivership. The cars were 
labeled “fresh-air cars’ and were operated as trailers when 
there was great need for equipment and service in Cleve- 
land. 

Mr. Hemming said that the great problem was to intro- 
duce fresh air, to be able to keep out the exhaust and to 
keep out rain. Sometimes during rainstorms ventilators 
leaked so badly that water fell into the interior of the car. 
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Types of ventilators with which this difficulty arose were 
in use on some of the steam railroads. It was manifest that 
steam railroad companies would not continue the use of 
these ventilators if they experienced the same trouble that 
had developed on interurban cars. It seemed, therefore, 
that there was a difference in the exhaust created by a 
single car operated on an interurban line and the exhaust 
created by a number of units operated in a train on a 
steam railroad. Perhaps the additional cars of the steam 
railroad train broke up the vacuum in such a way that 
moisture was not forced into the cars in case of rain, as he 
had found in the interurban cars. He thought that ventila- 
tor manufacturers had not gone into the subject deeply 
enough to meet the problem of ventilation of interurban 
cars. 

Mr. Lavelle said that the problem had been a difficult one 
owing to the differences in car construction between 
interurban and steam cars. He said that there were great 
differences of opinion on the subject as evidenced by the 
views of Mr. Carpenter and Mr. Hemming. 

Mr. Hemming said he was afraid that the plan to intro- 
duce air under the seats would bring too much cold air into 
the car. mo 

Mr. Hemming said that he had raised the same question 
that Mr. Carpenter brought up in regard to the fresh-air 
intake. He was assured that there would not -be too much 
air. He still feared, however, that too much cold air would 
be admitted. 

TUNGSTEN LAMPS 

Mr. Hemming then brought up for the consideration of 
the association the subject of tungsten lamps without com- 
mercial value. He said that everybody appreciated that 
tungsten lamps were becoming more valuable as illuminat- 
ing factors in railway service. A number of different styles 
of lamps were in use on the various interurban roads. The 
number of wattages and voltages was enormous. The 
lamps had commercial value because they could be re- 
moved and used or sold. For that reason it had occurred to 
Mr. Hemming that a lamp of odd voltage not usable on any 
other circuit than an interurban car would be a great im- 
provement. The association should produce some standard 
voltage lamps. This would make a reduction in the cost 
of lamps as every road now suited its own whims in the 
selection of types. There was also the problem of inter- 
change in connection with lamps. One manager had put on 
special lamp sockets and these had been broken off in some 
cases. Fifty-watt lamps had been introduced on one road. 
It was a question whether that was what all of the com- 
panies wanted. At any rate what should be done was to 
develop and introduce a lamp without commercial value so 
far as the voltage was concerned. 

Mr. Carpenter said that it seemed as if this condition 
could be overcome by an arrangement with the manufac- 
turers to supply an odd-size thread on the socket so that 
the lamp could not be used in any other place than on the 
interurban cars. 

Mr. Schneider said that the association had a splendid 
standardization committee, and he thought the subject 
should be taken up by that committee. A motion was 
offered and carried referring the matter to the standardiza- 
tion committee for action. 

SUCCESS OF THE MEETING 

Mr. Carpenter then said that he had been connected with 
the association since its inception and had witnesssed its 
development to its present flourishing condition. There 
never had been a meeting in which the addresses were of 
more interest than at the present one, and never a meet- 
ing in which so much rest, comfort and pleasure had been 
afforded. He offered the following resolution, which was 
adopted: 

“Whereas the members of the General Electric Railwav 
Association, feeling that they have had one of the most 
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profitable and valuable meetings in their history, desire to 
place on their permanent records an appreciation of the un- 
tiring efforts of their representatives who were charged 
with the duty of carrying out the wish expressed by the 
executive committee to take this trip, therefore be it 

“Resolved, that this association by formal vote express 
its sincere thanks to the members of the supply men’s com- 
mittee for their part in this successful meeting.” 

The next meeting will be held in Indianapolis on Nov. 
20, provided ‘satisfactory arrangements can be made there. 
ROUTE OF TRIP AND SPECIAL CARS 

The route of the steamer City of St. Ignace, the meet- 
ing place of the two associations, was from Toledo, past 
Put-in-Bay and across Lake Erie to the Detroit River 
and Detroit, where a stop was made late in the evening 
of June 26. The route then was up the Detroit River 
and through Lake St. Clair and the St. Clair River to 
Lake Huron. A stop was made at Harbor Beach, 
Mich., where the United States government life-saving 
corps gave an exhibition for the members. From 
this point the steamer went north and into Lake Huron 
to a point about opposite the middle of Saginaw Bay, 
where the return trip was begun. The same route was 
followed except that the only stop made on the way 
back to Toledo was at Detroit. Toledo was reached about 
pea eOn june 27. ; 

A special car was operated by the Union Traction Com- 
pany of Indiana from Indianapolis to Toledo in connection 
with the trip of the Central Electric Railway Association. 


MEETING OF THE ACCOUNTANTS’ ASSOCIATION 

Members of the Central Electric Railway Accountants’ 
Association held their meeting on June 26. The president, 
FE. L. Kasemeier, presided. 

In the absence of any members of the standing freight 
committee the report prepared by this committee was read 
by the secretary, F. T. Loftus, auditor Indianapolis & Cin- 
cinnati Traction Company. An abstract of this report is 
published elsewhere in this issue. In the discussion on the 
report Mr. Kasemeier said that he had found it useful to 
use different colored inks in his records of cars. The re- 
port was accepted by the association and will be consid- 
ered in detail at the next meeting. 

The association instructed the secretary to confer with 
the secretary of the Central Electric Railway Association 
in reference to the question of the minimum charge per 
car. It was also recommended that a postal-card notice 
be sent to the auditor of a line owning a car when the 
car reached a foreign line. 

Secretary Loftus read the report of the query box com- 
mittee, which was published in last week’s issue. Definite 
action on the report was deferred until the next meeting. 

The question of forms in use by different members of 
the association was brought up, and it was decided that in 
order to be accessible for easy reference the forms kept by 
the association should be held in the office of A. L. 
Neereamer, secretary of the Central Electric Railway Asso- 
ciation, at Indianapolis. The secretary will ask some of 
the members to assist this fall in the solicitation and classi- 
fication of new forms that may have been introduced by 
members since the last collection was made up. 

Mr. Loftus read the paper prepared by George L. Ford, 
auditor Evansville Railways, on “Voucher Indexing Sim- 
plified.” This paper was published in last week’s issue. 

Mr. Kasemeier described his use of loose-leaf ledgers 
for indices of vouchers. He said the books were 14 in. x 14 
in. and were indexed minutely. Three books were used 
having an aggregate of 1200 to 1500 pages. The records 
showed the month in which the voucher was recorded, 
the number and the amount. Vouchers were kept in boxes 
and it was possible to refer to them quickly. 

P. E. Schilling, chief clerk Toledo Railways & Light 
Company, said the company had adopted the separate check 
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instead of the voucher check. He thought that this was 
easier to handle. When the check was returned from 
the bank it was pasted on the voucher. 

J. N. Tabb, treasurer Parkersburg, Marietta & Inter- 
urban Railway, said that when he became connected with 
his company he found that a card index of vouchers had 
been maintained since the time the road started operation, 
but he did not find this entirely satisfactory. 

Mr. Kasemeier, answering a question as to whether it was 
necessary to show the amount in the index record, said he 
found it a great advantage. 

Walter Shroyer, auditor Union Traction Company of 
Indiana, advocated the use of a book index. 

A. J. White, traveling auditor Ohio Electric Railway, 
read a paper on “Nuts to Crack.” An abstract of this 
paper is published elsewhere in this issue. 

Mr. Kasemeier said that on account of the danger of 
misunderstanding on the part of agents he was preparing 
a book of instructions to agents. 

Walter Shroyer, chairman of the standing committee 
on passenger accounts, presented the report of that com- 
mittee. An abstract of this report is published elsewhere 
in this issue. During the discussion the members present 
agreed with the committee in reference to the form for 
ticket orders. The practice outlined in regard to ticket 
requisitions was a regular practice. The form of the ticket 
stock ledger was approved except that in some cases it was 
shown that this record was kept directly by the auditor. 
All the members had about the same form for agents’ daily 
records of sales. The report of the committee on agents’ 
daily summaries of sales showed that nearly all the com- 
panies received the information mentioned, but they did not 
all use the same form. One member present said he had 
discontinued the compilation of daily earnings by operating 
divisions. All of the companies used practically the same 
form of agent’s cash book. In the compilation of monthly 
reports of local sales practically all the roads required the 
same information, but followed forms differing a little. 
The monthly report of interline sales followed the prac- 
tice of companies generally except that the Union Trac- 
tion Company of Indiana showed the junction point at 
which tickets were sold. The forms of agent’s balance 
auditor’s corrections and auditor’s credit advice 
were found to be about the same on all roads. Some of 
the roads did not have a regular printed form for the 
auditor’s record of distribution of sales. All of the roads 
used the auditor's report of daily earnings, although one 
company did not compile earnings by operating divisions. 
A number of the companies reported that they did not 
use prepaid ticket orders because these did not amount to 
enough to pay for the trouble. 

In the discussion on the subject of checking reports in the 
office of the auditor it was stated that the commencing and 
closing numbers on each page were added and the differ- 
ence was the total number in the sold column. A tariff 
was compiled especially for clerks who audited reports. 
This gave both one-way and round-trip passenger rates, 
baggage rates and mileage from each station to every 
other station on the road, arranged alphabetically. Men- 
tion was also made of the book tickets which did not 
have the destination printed. The destination was filled in 
by the agent in ink. The books were checked against the 
tickets lifted by conductors. 

The redemption of tickets was handled by the different 
companies in the manner outlined by the committee. The 
only road that used a form for tickets lifted was the Union 
Traction Company of Indiana. Mr. Shroyer submitted a 
form and said that it was an excellent one to use if the 
work could be done with a minimum of expense. Auditor’s 
accounts were handled in about the same manner by the 
different roads. A grand recapitulation was made of all the 
monthly ticket reports of agents and these were then en- 
tered in the journal. 
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Abstracts of Papers Not Published in the Last Issue Are Presented, Together with the Keports of Several Committees 


RECENT DEVELOPMENTS IN RAILWAY CONTROL 


BY F. E. WYNNE, WESTINGHOUSE ELECTRIC & MANUFACTURING 
COMPANY 


During the last few years there has been a growing ap- 
preciation of the remote control and train control of cars 
in city service. The equipments for the first lot of the 
New York Railways stepless cars have been provided with a 
form of remote automatic train control which is one of the 
simplest and lightest yet devised. This system has been 
named the “PK” control, because practically all the main 
circuit connections are made in a pneumatically operated 
“K” controller. In designing this control the aim was to 
produce apparatus with the following features: Remote 
control, train control, simplicity, smoothness of operation, 
minimum weight and space, automatic or hand acceleration 
as desired, close adherence to existing standards and man- 
ual operation of single car in emergency. 

APPARATUS 

The principai pieces in a “PK” equipment are the line 
switch, commutating switch, master controller, control rheo- 
stat and limit switch. 

The line switch is of the standard electro-pneumatically 
operated type. It is connected in the main circuit next 
to the line. Bes:des taking all the breaking of main circuit 
current, whenever power is cut off the car, it also acts as 4 
circuit breaker in case of heavy overload or short circuit 
in the equipment. The New York stepless car equinments 
have one line switch in each side of the circuit, since both 
s:des of the line are insulated from ground. 

The commutating switch is essentially the same as a 
“K” controller, containing a drum-type reverser and a main 
drum for cutting out the resistances in the motor circuit 
and for changing the motor connections from series to 


parallel. It has a “PK” operating head mounted on a base 
casting which replaces the ordinary controller top. This ° 
operating head is the novel feature of “PK” control. Both 


the main and reverse drums are pneumatically operated. 
The off position of the commutating switch corresponds to 
the first notch of a “K” controller, so that no circuits are 
opened by the commutating switch. Whenever, for any rea- 
son, power is shut off, the current break is taken by the 
line switch, 

In appearance the master controller is a miniature plat- 
form controller. It is provided with a notch for each main 
circuit position so that manual acceleration is secured. In 
addition to making the usual connections of the control 
circuits for operating the reverser and commutating switch, 
it includes the dead man’s feature. The control rheostat 
is built up of heating elements such as are used in electric 
irons. It is connected across the line and taps are brought 
out at su:table points for operating the main control cir- 
cuits, the compressor governor, signa!s and other auxiliary 
circuits. This permits the use of line current for the con- 
trol and auxiliary circuits and provides a low voltage for 
the train line and control wiring. 


The limit switch is of the standard type and is so con- ° 


nected in the control and main circuits that automatic 
acceleration is secured when the master controller is thrown 
more than one notch at a time. The rate of progression of 
the commutating switch is governed by the limit switch. 
When the master controller is in the off position the com- 
mutating switch is held pos‘tively in its off position. 
OPERATION | 

In operation, starting with the master controller in the off 

position and the reverser in the forward position, the first 


notch on the master controller closes the line switch and 
thus appl'es power through the commutating switch and re- 
sistance to the motors in series. The remaining notches cut 
out the resistance, change the motors from series to parallel, 
and cut out portions of the motor fields. An eight-notch 
master controller, therefore, gives series-parallel control 
with four resistance notches and four running positions, two 
of each being in series and two of each in parallel. Since 
every position of the commutating switch has a correspond- 
ing notch on the master controller, the control may be 
brought in one notch at a time, just as with an ordinary 
platform controler, and may be stopped at any notch. On 
the other hand, the limit switch provides for automatic 
acceleration. 

All of the apparatus is arranged to permit the operation 
of two-car trains. Double-end control is secured with only 
one commutating switch. Most of the parts requiring re- 
pairs and renewal are already well known by the average 
carhouse force. 

FIELD CONTROL 

The New York stepless car control is used in connec- 
tion with field-control motors. It may, therefore, be advan- 
tageous briefly to review this development also. Jn con- 
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struction, the field-control motor differs from the ordinary 
commutating-pole motor only in having the main field coils 
wound in two parts with a change in the wiring around 
frame and in having one more lead brought from the motor. 
The larger portions of all main field coils are connected in 
series to give normal field. The smaller portions also are 
all connected in series and form the extra field which is con- 
nected in series with the normal field winding to give full 
field in starting. The additional lead is brought out from 
the motor between the normal and full field windings and 
forms a point common to both. The smaller portion of the 
field coils, being in circuit only a part of. the time, namely, 
when running on full field, is wound with a smaller section 
of copper than that used in the normal field, which is in 
circuit all the time that the motors are taking current. 
Fig. 1 shows the arrangement of motor leads for use with 
field-contro! motors. 

Field-control motors are in service in connection with 
both unit-switch and drum-type controllers. With drum- 
type controllers modification of the contacts is required: for 
field control. With unit-switch control a portion of the field 
may be cut out either by the use of a field change-over 
switch of the drum type, similar to an ordinary reverser, or 
it may be effected by using additional unit switches. In some 
instances the standard number of resistance notches for a 
given equipment capacity has been used and an additional 
notch provided for normal field in series and in parallel. 
In other cases the normal field point has taken the place of 
the last resistance step in series and in parallel. The latter 
scheme (cutting out one resistance notch in series and one 
in parallel) is possible because the speed of the motor on 
full field is much less than that of the corresponding motor 
without field control when developing the same tractive 
effort. The speed on normal field is somewhat higher than 
that of the corresponding motor without field contro! when 
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developing the same tractive effort. However, the manipula- 

tion of the controller by the motorman is the same as with- 

out field control. 

The characteristic curves of typical 50-hp, 600-vo‘t motors 

built on the same frame and geared the same are shown in 

comparison, with and without field control, in Fig. 2. With- 

out field control the speed curve lies between the normal 

and full field speed curves with field control, and the tractive 
effort without field control is between the tractive effort 
curves on full and normal field with field control. The 
curves show that the field-control motor will develop a large 
tractive effort in starting on full field at a current much 
below that required without field control, because the corre- 
sponding speed with full field is lower. This produces econ- 
omy in starting, and the more frequently stops are made the 
greater will be the benefit derived therefrom. At light loads 
also the field-control motor on normal field will develop a 
given tractive effort at a higher speed than without field 
control. This, of course, requires an increased current with 
normal field. However, it gives the field-control motor a 
greater opportunity for making up lost time. 

The characteristic curves of typical g0-hp, 600-volt motors 

built on the same frame, with and without field control, 


and geared to operate a 35-ton car at the same free running 
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speed on 1.25 per cent grade, are presented in Fig. 3. 
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FIELD-CONTROL OPERATION 

In operation series-parallel control with resistance is used. 
Starting from rest with the motors in series, the resistance 
is gradually cut out of circuit until the motors are running 
on full field without resistance. Then a portion of the field 
turns is cut out of circuit at a single step, thus weakening 
the field and increasing the car speed. The next point on the 
control connects the motors in parallel with full field ana 
resistance. The resistance is gradually cut out until full 
voltage is applied to the motors with full field. Then a por- 
tion of the field turns is again cut out and the car runs on 
normal field. A portion of the field is cut out by discon- 
necting the lead at one end of the full field and connecting 
in the lead from the point common to the full and normal 
fields. That portion of the field which is to be cut out is 
temporarily short-circuited in passing from full to normal 
field. 

The number of turns used on the motor field is for full 
field greater and for normal field less than is the case with 
the corresponding motor without field control. Therefore 
the field-control motor has on full field the lower and on 
normal field the higher speed. The result of the lower speed 
and higher tractive effort on full field is that the field-con- 
trol equipment wastes less energy in heating the grids. than 
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does the ordinary equipment, and this is accomplished by a 
reduction in both the amount and duration of peak currents. 


curves show that at all loads to which the motor is sub- 
jected in starting and getting up to the maximum speed a 
motor without field control takes as great a current, or a 
greater one, to produce a given tractive effort as does the 
fie!d-control motor on either full or normal field. This indi- 
cates that a very great economy may be attained from the 
use of a field-control motor in frequent-stop service. At 
the same time, as the field-control motor is geared for the 
same or higher balancing speed on grades of 1.25 per cent or 
less, its suitability for maintaining fast limited schedules 
is at least equal to that of the motor without field control. 
An alternate method of securing a part of the advantages 
accruing to equipments making use of the foregoing motor 
with fields wound in two parts is to use an ordinary com- 
mutating-pole motor and secure higher speed by weakening 
the field by connecting an inductive shunt in parallel with it. 
Several installations of this sort are now being made. While 
this scheme has an advantage in avoiding modification of 
existing commutating-pole motor field windings and wiring, 
yet it suffers from the disadvantage of extra weight (ap- 
proximately 300 lb. for a 400-hp equipment) and, as will be 
shown later, loses a large part of the benefit of field con- 
trol because it provides no means of securing speeds lower 


than with the same motor not shunted. 


The result of the higher speed on normal field is that the 
field-control equipment may use a greater gear reduction 
with the same car speed and get the full benefit of field-con- 
trol economy, or, with the same gear reduction, may attain 
a higher car speed and thus give up a portion of the field- 
control economy for the sake of more speed margin. It is 
also often feasible for a field-control equipment to perform 
a service which would require the next size larger equipment 
without field control. 

Field control has been applied to many different sizes of 
equipments from the smallest railway motors to those used 
on the Pennsylvania Terminal locomotives. The limitations 
of space in a car truck largely determine the motor revolu- 
tions per minute for a desired horse-power and the gear- 
center distance. The minimum pinion is determined by con- 
siderations of mechanical strength. The maximum gear is 
fixed by the wheel diameter and the clearance which may 
safely be allowed between the gear case and the roadbed. 
In most cities the local schedules can be maintained with 
motors without field control having the minimum armature 
speed and the maximum gear reduction. For such applications 
field control offers the opportunity to give the same-service 
with decreased energy consumption, an equal or greater mar- 
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gin of speed for making up lost time, and frequently a 
smaller and lighter equipment. 

In combined city and interurban service motors worked 
at the proper load for the entire service may be over- 
loaded on the city section and underloaded in the suburbs. 
Field control applied to such cases, without increasing the 
capacity of the equipment, often eliminates the overload in 
the city section, and at the same time, on account of the 
high speed on normal field, permits a faster suburban 
schedule to be inaugurated without overloading the equip- 
ment on that portion of the run. 

In interurban service the use of field control is equiv- 
alent to providing two gear ratios on the same car. The 
full field connection corresponds to the low-speed gearing 
with its high tractive effort for starting with small cur- 
rent. The normal field corresponds to the high-speed gear- 
ing with its greater free running speed. Hence an equip- 
ment with field control is better adapted to operating in- 
terchangeably in local and limited service than is an equip- 
ment without field control. The high tractive effort on full 
field at starting improves the equipment for local service 
with frequent stops, and the high speed on normal field 
makes it more adaptable for limited service than it would 
be without field control if properly geared for local ser- 
vice. 

The full field also gives efficient running points both in 
series and in multiple for hill climbing and operating in- 
terurban cars on the streets of towns and cities. This fea- 
ture should be found particularly beneficial where severe 
grades occur on a road which is limited in capacity of 
substation and amount of trolley feeder and for high-speed 
interurban cars following slow-speed city cars through the 
streets. 

To summarize, field-control equipments possess the fol- 
lowing advantages: lower energy consumption, equal or 
greater ability to make up lost time, reduced peak loads, 
improved line-voltage regulation, better load factor, greater 
suitability for combined city and suburban service, wider 
range of local and limited schedules maintained with the 
same gearing, additional running speeds for use in towns 
and on grades, and smaller, lighter and cheaper equip- 
ment (at times). 

All of these advantages may not be secured simul- 
taneously in each individual application, but their variety 
shows that there is a wide field for the proper application 
of field-control equipments 


THE CLAIMS DEPARTMENT 


BY E,. F. SCHNEIDER, GENERAL MANAGER CLEVELAND, SOUTH- 
WESTERN & COLUMBUS RAILWAY 


Among the Chinese there were those who plucked out 
their two eyes in order that they might have a thousand 
eyes of wisdom. We have greater need than the Chinese 
in the claims department for the thousand, eyes of wis- 
dom, so that we may solve the many problems encountered, 
which are so diversified and so difficult. We must not 
only analyze our immediate problems but we must have 
a clear insight into the future to be able to conduct our 
part of this thankless job understandingly and eventually 
do away with the enormous sacrifice of human life and 
human limb. We also need the thousand eyes of wisdom 
in the adjudication of claims in personal injury cases. 
No sentiment should be allowed to bias our judgment, 
but a purely scientific business principle should govern, 
and this principle at the outset can be practically summed 
up in the one word “settle.” 

We have frequently stood in our own light by allow- 
ing our judgment to be swayed by the effect our actions 
in the claims department might have upon the public. 
Theoretically, we ought to figure upon this, but prac- 
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tically there is no direct benefit resulting from a liberal 
policy. In recent years steam railroads have changed 
from the old policy of fighting all cases to the limit to 
that of settling all cases, but the settlements they make, 
from my viewpoint, are entirely out of proportion to the 
injuries received. The public, instead of appreciating 
the fact that steam railroads invariably settle passenger 
cases, use that fact to obtain large sums in settlement, 
so that to-day the prices paid in the adjustment of pas- 
senger cases are practically any sum that the injured 
party may ask. However, the other proposition stares 
you in the face, that if you do not settle the jury will 
undoubtedly “soak” you. 

No general policy can be outlined in the claims depart- 
ment. Each case is its own problem, and the solution, 
so far as the company is concerned, is merely the question 
of getting rid of a most troublesome matter with the least 
amount of money and time. 

If there is a question regarding the liability or of 
mixed liability, there is almost always a chance to cut 
down the figure to a comparatively reasonable amount. 

A stock or other property damage can almost always be 
adjusted by dividing the appraisal value. 

If there is no liability, then it is a question of paying 
approximately the amount of money it would cost to try 
the case, it being better to swallow the injustice in order 
to get the case off your books and off your mind; there 
is also always a chance of your case going wrong some- 
where if you try it. Every one thinks his own method 
is the best, but the adjuster who actually does settle and 
keeps his company out of the courthouse is, in my esti- 
mation, the competent man. 

WASTE IN THE CLAIMS DEPARTMENT 

The average claims department is an expensive, ineffi- 
cient, cumbersome, unscientific and much neglected and 
less understood department of railroad work. 

You will all admit without much argument that the claims 
department is an expensive luxury. It is inefficient be- 
cause time is not given to the close study of individual 
cases; hence the prices of settlements and adjustments are 
continuously on a higher basis. It is unscientific because 
the operating department does not give the same thought 
and study toward reducing the cost here which it does 
in the mechanical or power department. It is neglected 
because the management does not take the time to analyze 
the causes or the results of accidents, and it is not under- 
stood because it is looked upon as a necessary evil. 

When a management does try to study the conditions 
it resolves itself into more rules for the rule book and 
recommendations for more safety devices and appliances. 

We are being continuously dosed with such all-impor- 
tant; questions as instruction for trainmen, a car fitted up 
in order to show the trainmen the mechanical and elec- 
trical arrangement of the car he operates so that he may 
understand the machinery and electrical appliances he is 
handling, examination on the book of rules, card indexes 
for discovering fraudulent claims, the subject of expert 
medical testimony and of expert electrical testimony, the 
ethical relation of the company surgeon, the ethical re- 
lation of the company to the attorney, the ethical relation 
of these two branches to each other, the duty we owe the 
public (never the duty the public owes us) ! 

To me this stuff is all bosh. I do not believe in trying 
to make mechanics, machinists or electricians out of train- 
men. An intelligent motorman is a grand man, and he 
has all he can do, and it is all you ought to ask of him, to 
operate his car properly. The handling of a car is a 
science of itself. If your car doesn’t run, it is up to your 
master mechanic and your shop force. ‘If a lead should 
burn off or a controller finger get stuck or a trolley wheel 
need changing, your trainman can easily do that. But 
don’t try to load him up with all the intricacies of the 
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machinery he is operating, because he will only get con- 
fused. Let him absorb what he naturally will, but be in 
' position to change his car for him when he feels it is 
not acting right. You are filling this trainman’s head 
with so much extraneous matter that he will be speculating 
upon how the current, after leaving the trolley wire, goes 
through the controlier to the motor, and how the energy is 
used, instead of having his mind upon the operation of his 
car, which is his primary and only business. 
: ' BOOK OF RULES 

How many accidents have happened upon your road 
because the trainman did not know the rules of the com- 
pany? I am sure they are few and far between. Rules, 
of course, should be drilled into men, but men, thinking 
railroad men, naturally know what is the right thing to 
do, and if you have their actual co-operation from a 
humanitarian standpoint, you will have very few acci- 
dents traceable to the lack of knowledge regarding the 
book of rules. 

You can find instances where card indexes on fraudu- 
lent cases have been of value, but in a comparative sense 
they are so relatively few, especially on interurban roads, 
that they are not worth the time, money or consideration 
which this matter is receiving. 

SURGEONS AND ATTORNEYS 

_ The question of surgeons is one that has had a great 
deal of thought and study from the claims department. 
I have simplified the matter a great deal on our road. 
Whenever an appointed surgeon dies or' moves away from 
the town he is in, I do not reappoint one in that town, so 
that at the present time, out of twenty towns and _ vil- 
lages, I have only six regularly appointed surgeons. I 
would abolish them were it not for the fact that it would 
undoubtedly react against us. I find I can do better to let 
the cases get into the hands of the regular surgeons or 
family physicians, and by then employing some surgeon 
who is friendly to, or acquainted with, the family phys- 
-ician or surgeon to make an examination for the com- 
pany, I can get even better results than to have a regu- 
larly appointed surgeon who advertises himself as the com- 
pany surgeon and displays the transportation he rides 
upon with a certain gratified superiority over his less 
fortunate colleagues. 

The same is true of attorneys. We have the same 
policy regarding them. We do not reappoint when they 
drop out, and as a result we have, outside of our gen- 
eral counsel, only a very few attorneys whom we retain. 

SELECTION OF TRAINMEN 

The selection of trainmen is one of the most important 
items governing safety in railroad operation and one 
which at times ‘receives very little consideration, while 
at other times great difficulty is experienced in obtain- 
ing good men at the established rate of wages. One of 
my superintendents employs only men as motormen who 
have had railroad experience, preferably steam railroad 
experience. There is a drawback in this method, how- 
ever, and that is the liability of employing a man who is a 
“floater” or one who has been discharged from some other 
road on account’ of being careless. When impossible to 
find experienced men, he selects conductors who in his 
judgment are fitted for motormen and transfers them to 
the front end. We have less trouble in getting conductors 
than we do in getting motormen. 

It is impossible for me to say that his method is correct, 
as some of our worst accidents have happened on account 
of the carelessness of experienced men. One man espe- 
cially whom I have in mind was the cause of a wreck 
costing about $75,000. His experience covered a period 
of over fourteen years on both steam and electric roads. 
He was an honest, sober and industrious man. On the 
other hand, some of our best trainmen are of those who 
never had railroad experience before we employed them. 
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My one idea is that a young man of from twenty-two 
to twenty-five years of age, if he has the right make-up, 
is preferable to an older man who has shifted several 
times and is set in his ways. 

It is the opinion of some managers that the motorman 
should receive more money for his work than the con- 
ductor, and they believe that the promotion of conductors 
especially selected by the superintendent would not only 
be an encouragement to conductors to strive for this ad- 
vancement, but would by this method produce better and 
more careful motormen. There is, of course, this feeling 
that one had better not spoil a good conductor in order 
to make a poor motorman, I can find no reason for this 
feeling, but I have myself been loath to change a conductor 
whom I knew to be honest and careful to the position of 
motorman. This is probably a narrow-minded viewpoint 
and one which we ought to get out of our system, 

PREVENTION OF ACCIDENTS 


What can railroad managers do to prevent the recur- 
rence of disastrous accidents, such as we all know about? 
Are we entirely helpless? Is it right to’ feel that a cer- 
tain percentage of the gross receipts set aside to take 
care of the injuries and damage account is the only method 
we have of conducting this branch of the business? Are 
we, who are individually responsible for the management 
of a road, compelled to shoulder the responsibility of those 
who err in judgment? It has been the custom to do away 
with the human element, the human agency, to the great- 
est extent possible and to rely to the greatest permissible 
extent upon all the safeguards which engineers and others 
have been able to contrive. Have you got relief from 
them? The experience of one road or the experience of a 
given road does not materially affect that road or any 
other road so far as the individual employee is con- 
cerned. He takes no lesson from it. This has often been 
illustrated by one disaster following another in rapid 
succession. 

The greatest trouble, I think, is that railroad employees, 
after an accident has happened, have in mind only the 
commercial idea of the value to lives and limbs. This 
they have got largely from the management, or claims de- 
partment, perhaps, who are wont to boast of the good 
settlements they have made, and the adjusters of these 
things are looked upon by the employees, and the public 
also, in the light of shrewd and unscrupulous shysters 
whose only thought is the conversion of human life and 
human limb and human suffering into the least possible 
number of dollars and cents. This conversion into dollars 
and cents of life and limb is naturally reflected in the 
percentage column, and as long as the percentage to gross 
receipts is kept reasonably low practically no attention is 
paid to the primary causes. 

We do not stop long enough in our hasty search for 
more safety appliances and more discipline to consider 
the individual employee, the motorman, the conductor, the 
trainman, the employee. You can reach their’ hearts. 
Some naturally are harder to reach than others, but all of 
them are readily influenced when you appeal to the good 
and the true which is within them. Some have scoffed 
and made fun and tried hard to be smart and appear not 
to take the things presented to them in this line seriously, 
because they feared they might not appear of the old 
school of rough-and-ready railroad men and because they 
did not want to appear chicken-hearted. But their hearts 
are susceptible to the better things, the truer impulses, 
the loftier ideals of life. 

Do not misunderstand me. I have not advocated doing 
away with discipline and safety devices but using them 
merely as necessary adjuncts. They do not lessen the per- 
centage column. The main and the vital thing is so to 
educate and impress each employee that he will safe 
guard human life and human limb, not from any fear of 
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punishment, not from any hope of reward, but from the 
natural inherent, hitherto in him undeveloped, principle that 
it is a prerogative, it is a privilege, it is a duty to save 
human life and human limb and human suffering, and he by 
his environment can take advantage of this privilege to a 
greater extent and a greater degree than those in other 
employments and other walks of life. 

I have wasted in years gone by all the time I am going 
to in considering the ethical relation of the surgeon to the 
attorney. I have had too many passengers butchered by 
so-called surgeons, and I have got to a point where | am 
willing that the professions themselves shall take care of 
their own ethics, either among themselves or in relation to 
one another. I am going to try to find the true ethical 
relation between the trainman and the public, and I am 
going to try to have the trainman understand this relation. 
I am going to try to have him cultivate this relation, and I 
am going to try to have him a bigger man and a truer 
man and a better man than the public he is thrown in con- 
tact with. I am going to hope that this honorable man, this 
true man, this safe man, this big-hearted man, will truly 
represent me and my road, and so forcibly that the public 
will take cognizance of him and credit him with the spirit 
of faithfulness, intelligence and carefulness. 


“NUTS: TO* CRACK” 


BY A. J. WHITE, TRAVELING AUDITOR OHIO ELECTRIC RAILWAY 


As no subject was suggested to me when I was requested 
to prepare a paper for this conference, I concluded to 
present for your consideration a few of the nuts it is neces- 
sary for a traveling auditor to crack from time to time. 

THE CORRESPONDENCE NUT 

It is the rule and not the exception for those outside 
the pale of the accounting and treasurer’s offices to think 
(sometimes with a great deal of reason) that accounting 
officers are “cranks,” because many of the little things they 
have to dwell upon in correspondence often seem to others 
unnecessary. But for a complete espionage over the doings 
of those intrusted with different kinds of work at agencies, 
offices and storerooms, it is absolutely necessary to watch 
closely all payrolls, distributions, collection vouchers and 
every form of report to prevent leakage and to make 
accuracy the rule. Hence correspondence with those who 
are derelict is the only means the accounting officer has 
in most cases to get into line the halt, the maimed and the 
blind. I wish it was not so, but with the proper imple- 
ments, suavity and kindness on the part of the auditor, the 
correspondence nut becomes so soft you can break it with- 
out trouble. 

CLASSIFICATION NUTS 

In agency work, especially on electric lines, the travel- 
ing auditor is expected to have a thorough knowiedge of 
official classifications and tariffs, both freight and pas- 
senger, so as to be in a position to assist agents in their 
peculiar difficulties. Many times questions in classifica- 
tion are put up to me which require no little ingenuity to 
answer quickly. 

MARKING OF PACKAGES 

At one of my visits to one of our larger agencies I found 
some sacked flour on the floor of the freight house with 
no marks on any of the packages except one. The depot 
foreman told me he was having all kinds of trouble on this 
account, the flour being delivered to wrong consignees 
when there were shipments on the same day to different 
consignees. At once instructions were issued to accept no 
more flour unless each sack was plainly marked. I was 
questioned at once as to my authority, as the agent claimed 
that only one in every ten had to be marked—a simple error 
in reading Rule 3, Section 2, providing for articles not 
boxed, barreled or sacked and shipped loose. 
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DRESSED MEAT 

At one of our agencies a shipment of dressed meat was 
made to Fort Wayne by a farmer, but inquiry of the agent 
developed that the certificate required by the act of Con- 
gress of June 30, 1906, in cases of this kind had not been 
filled out. This certificate calls for the name of common 
carrier, name of shipper, name of consignee, point of ship- 
ment, destination, and a statement that the meat was unin- 
spected, was from an animal slaughtered by a farmer on the 
farm and was offered for transportation as exempted from 
inspection, that on date of shipment meat was sound, health- 
ful, wholesome and fit for human food and that it con- 
tained no preservative, etc., prohibited by the Secretary of 
Agriculture, governing meat inspection. Later I found that 
many of the smaller agencies had no knowledge of the 
requirements of the law on this point. 

LIQUOR SHIPMENT NUTS 

The purpose of the bill known as the Webb law (effect- 
ive March 3, 1912) is to withdraw all interstate ship- 
ments of liquors from federal jurisdiction and to place them 
under the jurisdiction of the states to which they are con- 
signed immediately upon arrival within the boundary of 
such states. 

The Webb law in substance puts the jurisdiction on liquor 
shipments squarely up to the states, and no shipment of 
liquor can be delivered in any state: (1) to any person 
other than a bona-fide consignee; (2) to minors, drunk- 
ards, incompetents or Indians; (3) on Sunday; (4) be- 
tween 6 p. m. of any day preceding an election day and 
6 a.m. of the day following an election day; (5) if the 
nature of the contents is not marked on package; (6) if 


shippers order “notify”; (7) if consigned to prohibition 


territory and intended to be received, possessed or sold 
in any manner in violation of law of the state in which 
the agency of destination is located. 

Another thing I am impressing upon agents is that no 
orders by consignees to draymen who haul their freight 
will be permitted on liquor shipments. The consignee must 
sign for shipment, and it does not matter who drays it. 

RECEIVING FREIGHT 

The question frequently arises as to what is necessary 
where a consignment of freight is received at the ware- 
house and a part of the shipment is short from the shipper. 
I have always instructed our agents to compel the drayman 
delivering to “O K” the shortage, as it is sheer folly simply 
to draw a line through the article short and sign the orig- 
inal memorandum, because at any time the question may 
arise as to when the erasing line was drawn, and a claim 
will put the burden of proof on the railroad company. 

TARIFF NUTS 

There is not a day that questions do not arise as to the 
interpretation of tariffs, and some of them are knotty to 
the uninitiated, especially where the rates are published in 
connection with steam roads, where the proper routing to 
protect the published rates must be observed and the use 
of fast freight line guides, etc., is necessary. Some of these 
questions arise on routing, others on percentages, others 
on rates, and I need not enlarge by giving specific cases. 
You will understand that on the Ohio Electric Railwav 
the traveling auditor checks all tariffs twice a year and 
sees that they are properly filed, so that he is in touch with 
all new issues of tariffs and the cancellation of others. 

FIRE NUTS 

While a railroad company is exempt from claim for value 
of property destroyed in a freight warehouse after forty- 
eight hours have elapsed from the date and hour of proper 
notification, I have seen cases where freight was destroyed © 
by fire which had been in the freight house unclaimed for 
weeks and no unclaimed report had been made so that 
shipper would have no notice of same. I therefore im- 
press on agents the importance of reporting on proper 
O. S. & D. form all freight unclaimed for any unreason- 
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able time so as properly to protect the company in every 
way. 

Sap FLOOD NUTS 

We have recently experienced a flood in Ohio and else- 
where that found thousands of dollars of freight in transit 
and in warehouses of railroad companies, and there can 
be no reasonable doubt as to the liability of the com- 
panies where agents and employees, through neglect, failed 
to notify the consignees properly of the arrival of freight. 
This negligence will cost some companies considerab'e 
money. 


THE MANUFACTURER’S DUTY IN THE ELECTRIC 
RAILWAY FIELD 


BY JAMES H. DREW, PRESIDENT DREW ELECTRIC & MANUFAC- 
TURING COMPANY 


By the very nature of his training and his business rela- 
tions, the manufacturer has certain duties in the electric 
railway field. These duties embrace a twofold obligation to 
the electric railway: First, that definite contractual rela- 
tion that is created and maintained between them as vendor 
and vendee; second, a broader and less defined but more 
binding union of sympathy and co-operation which should 


_ exist between those engaged in the same craft. 


The electric railway is still in its adolescence, if not 
infancy. Many fields are yet untouched, and many are, for 
various reasons, inadequately served. Many more oppor- 
tunities will come into existence with increasing density of 
population. The attendant problems of construction and 
operation concern the manufacturer as well as the operator. 
In design of construction and equipment he has a duty lit- 
tle less than the operator who directly undertakes the work, 
and, while it is quite probable that the operator and engi- 
neer, on account of familiarity with requirements, will 
solve most of the needs in construction, mechanical and 
transportation development, nevertheless, the manufacturer 
has an active part to perform. Better rails, bigger and 
stronger cars to be run entrained under one control, more 
stable line material and construction, more efficient and 
economical production and transmission of current, the 
appliances for safe operation of cars and trains—all of 
The 
manufacturer should prepare to do his part in answering 
these questions. 

Service’ is the test of efficiency and the measure for suc- 
cess. With exacting railways it must include safety, com- 
fort and dispatch to traveler and shipper. 

In his labors to serve satisfactorily and safely a more 
and more exacting public, the railway operator must neces- 
sarily rely on the manufacturer to furnish that design of 
material or equipment which at a fair price will give the 
best operating service. In other words, the manufacturer 
should deliver to his patron a truly serviceable article. 

In his dealings with the electric railway, the vision of 
the manufacturer should extend beyond the railway to that 
field, the public, upon whose patronage public utilities de- 
pend. The manufacturer, by the grace of his customer, is 
a public servant once removed. The quality of his product 
should be the best he can produce and he is in duty bound 
to use every means and to take every precaution possible to 


make his product 100 per cent good. 


Making allowance for possible abuse or misuse of an 
article by the purchaser, the responsibility of its perform- 
ance rests on the head of the manufacturer. In many cases 
one small piece of car or line equipment, if defective or of 
inferior quality, may cause damages a thousand times its 
original cost or it may be the remote or proximate cause 
of loss of life. Of course the railway man has the right 
and usually the desire to know what he is buying, yet there 
comes to be in the course of continued business a feeling of 
trust and confidence; for this reason, in his contractual 
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relation the manufacturer should offer no article for use 
that is an untried or theoretical one, nor should he attempt 
to sell, without due notice that it is such, an article known 
to him to be imperfect in design, inferior in quality or faulty 
In operation. ; 

If he does not deal with his customer:on the dead level 
of truth, he not only fails to perform his duty, but is guilty 
of a breach of trust. On the other hand, if the service of 
his organization and the quality of his product is up to the 
highest attainable standard, he has discharged his obliga- 
tion to his customer and his customer’s customer, the 
public. , 

Since the manufacturer and the railways have a common 
purpose and serve, ultimately, a common patronage, there is 
a duty on the part of the manufacturers to extend their aid 
and co-operation along lines not strictly technical or com- 
mercial. 

The manufacturers should be on the alert to aid in 
removing public or political prejudice and, wherever pos- 
sible, to correct unfair or hostile impressions or attitudes 
in their respective communities. 

While the public is coming to appreciate more clearly the 
true worth of public utilities, it is at the same time more 
critical of the service of these companies. 

The manufacturer, as a lay member of the profession, 
with a well-directed argument here, or a suggestion there, 
can do much toward gaining favor for, and removing preju- 
dice against, these companies. 

Being, in a general sense, a fellow servant in a common 
calling, the manufacturer should do his utmost to provide 
that which is of the highest quality and therefore the most 
useful and serviceable to his customer to the end that his 
customer may supply a better and safer service, and, after 
doing his contracted duty, laying aside selfishness, he should 
take pains to continue the advancement and improvement 
of the industry, bearing in mind those broader principles 
that make for true progress. He should be: ready to em- 
brace every opportunity to promote the interests of the 
industry as a whole. 


REPORT OF STANDING COMMITTEE ON PASS- 
ENGER ACCOUNTS, CENTRAL ELECTRIC 
RAILWAY ACCOUNTANTS’ ASSOCIATION 


BY WALTER SHROYER, CHAIRMAN; H. B. CAVANAUGH, E. 0. 
REED, E. J. SKEHAN AND E, D. GAULT 


Your committee held a meeting at Lima, Ohio, on June 4, 
1913, and submits the following report: 

HANDLING PASSENGER RECORDS AND ACCOUNTS AT AGENCIES 
AND AUDITOR'S OFFICE 

The gross revenue from transportation of electric rail- 
ways in the territory embraced by this association is de- 
rived principally from the passenger business, which aver- 
ages approximately 85 per cent of the total. The major 
portion of this revenue finds its way to the treasury in the 
form of cash from ticket sales. It is important, therefore, 
that all tickets be audited carefully and systematically from 
the time the order is placed for their purchase until they 
are finally destroyed. 

It is the consensus of opinion of your committee that a 
system of monthly accounts is preferable to a daily system 
regardless of the size of the road or the number of agen- 
cies. The handling of agent’s daily ticket reports, checking 
opening numbers, rates, extensions, etc., creates a large 
volume of unnecessary work in the auditor’s office and 
greatly increases the liability for mistakes. The ticket 
agent is able to keep a much better record and consequently 
a more accurate check on his station accounts under the 
monthly plan than it is possible for him to keep under the 
daily plan. We will, therefore, outline a method of hand- 
ling passenger records and accounts at agencies and the 
auditor’s office under the monthly plan. 
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FORMS NEEDED 

Ticket orders on printer; ticket requisitions; ticket stock 
ledger; agent's daily record of ticket sales; agent’s daily 
summary of sales; agent’s cash book; agent’s monthly re- 
port of local sales; agent’s monthly report of interline sales; 
agent’s balance sheet; auditor’s correction on report of 
local sales; auditor’s credit advice; auditor’s record of dis- 
tribution of sales; auditor’s report of daily earnings; au- 
ditor’s statement of interline ticket sales to foreign roads; 
auditor’s statement of interline revenue, baggage checks to 
foreign roads; auditor’s statement of interchangeable mile- 
age lifted of foreign road’s issue; auditor’s correction on 
interline ticket and baggage reports; auditor’s statement of 
interline account; auditor’s form for checking tickets lift- 
ed; ticket redemptions. 

TICKET ORDERS 

Orders for tickets on forms furnished by printers are 
made by the department in whose custody the tickets are 
placed. This form is merely a request for certain consecu- 
tively numbered tickets, described according to stations, 
from and to, form, commencing number, closing number 
and quantity. Usually four copies are made; the original 
copy is sent to the purchasing agent and is subsequently 
forwarded by him to the printer, one copy is sent to the 
auditor and one is retained by the department making the 
order. It is the auditor’s duty to check these orders against 
the ticket stock ledger in order to avoid duplication of 
tickets and against the printer’s bills as rendered to make 
sure that the quantities ordered have been received. 

TICKET REQUISITIONS 

“Agents are supplied with printed blank forms to be used 
for the purpose of ordering tickets as their requirements 
demand. It is the usual practice to require agents to keep 
at least one month’s supply of each form of ticket on hand 
at all times. Requisitions must be made in ample time to 
reach the ticket stock department not later than the first 
and fifteenth of each month. Four copies of the requisition 
are made; the first three are forwarded to the ticket stock 
department and the fourth copy is retained by the agent 
as his record. In making up requisitions the agent is re- 
quired to state, as provided by the blank, quantity required, 
commencing number on hand, closing number on hand, 
form and destination. The commencing and closing num- 
bers of tickets in hands of the agent serve as a guide to the 
ticket stock department in supplying only such quantities 
as the sales of previous months indicate are needed. The 
tickets sent the agent, which in some cases may vary from 
the quantity ordered, are shown at the right-hand side oi 
the blank in a space provided, the commencing number, 
closing number and number of tickets being filled in by the 
clerk who makes up the requisition. As the orders are 
filled, the tickets, accompanied by the original requisition, 
are forwarded to the agent by registered train mail. The 
second copy of the requisition is sent to the auditor’s office 
as a notification of tickets supplied and is held on file until 
the original, which is receipted by the agent, has been re- 
ceived. The ticket stock department retains the third copy, 
from which postings are made to the stock ledger, and the 
fourth copy, as stated, is retained by the agent. 

TICKET STOCK LEDGER 

This record is usually loose-leaf form, so arranged that 
accurate account may be kept with each form of ticket 
according to the selling station. The account is subdivided 
under three heads, viz., “stock,” “supplied to agent” and 
“sales.” Under “stock” entries are made from the printer’s 
invoices, as the tickets are received, of the date, from 
whom purchased, opening number, closing number and 
number of tickets received. As the tickets are sent out 
to agents on requisition, entries are made in the column 
headed “supplies to agent,” of the date sent, opening num- 
ber, closing number and number of tickets. This repre- 
sents the charge against the agent at the selling station in- 
dicated in the heading of the sheet. The difference be- 
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tween the number of tickets in the stock column and the 
number supplied to the agent represents the tickets on hand 
in the ticket stock department. When the agent’s monthly 
ticket reports have been examined, the sales for the month 
are posted to the ticket ledger in the space provided under 
heading of “sales.” Entries are made of the date, opening 
number, closing number and number sold. The difference 
between the number of tickets shown as being supplied to 
the agent and the number shown as sold, represents the 
tickets in the hands of the agent. Book, inter-divis:on, 
mileage and commuter tickets, baggage, parcel, storage 
checks, etc., are handled in different manner in order to 
maintain a consecutive record of stock. These tickets are 
skeleton form, not being printed for use at any particular 
agency. The entries for stock and tickets supplied to agents 
are the same as previously described, but the sales column 
in this instance is used for entry of the name of the station 
supplied. This serves as a stock record only; therefore, it 
is necessary to open an account with the various agencies 
for each form of this class of tickets, posting from the 
stock account the tickets supplied to the agent, followed 
by posting of sales at end of month. This record should be 
kept by the auditor, if possible to do so, but if not he should 
audit the same at frequent intervals. 
AGENT'S DAILY RECORD OF SALES 
At the close of each day’s business the sales of all forms 
of tickets, as indicated by the highest numbers remaining on 
hand, are entered by the agent in a sales record. In opening 
this record and at the first of each month all forms of 
tickets in stock are entered according to form and destina- 
tion. Card and other tickets having a printed destination 
are entered first by writing in the various destinations in 
station order, the form, tariff rate and commencing number. 
Book and miscellaneous tickets (without a printed destina- 
tion), baggage checks, etc., are designated by form and are 
usually entered in order of their importance from a stand- 
point of sales. As sales are made each day, the closing 
numbers, number sold and the amount of sales of each 
form are entered under the proper date and a total made of 
the amount of all sales, which is used in balancing against 
cash on hand. Provision is made for balancing this record 
at the end of each week and at the end of the month, the 
latter figures forming a basis for the monthly report. 
AGENT’S DAILY SUMMARY OF SALES 
In compiling daily earnings by operating divisions from 
ticket sales, which is required by the majority of electric 
lines, it is necessary for the agent to furnish the auditor a 
daily summary of sales from the daily sales record. The 
sales of mileage and commutation tickets do not enter into 
the daily earnings on a sales basis, yet it is good practice to 
require the agent to make a full report of all sales and see 
that he makes his remittances accordingly. The sales of all 
single and round trip tickets are credited to the division on 
which the selling station is located, but the coupon card, 
interline, book and miscellaneous tickets must be reported 
in detail as to number sold and destination in order that 
each division may receive proper credit for its proportion of 
such sales. Distribution according to divisions is made on 
the face of this report and a final summary is then made 
of all the reports from the various agencies. 
AGENT’S CASH BOOK 
One entry each day in the cash book of the total amount 
of money taken in from the sale of tickets is all that is 
required of a ticket agent. Other. cash items, however, 
such as receipts from vending machines, etc., must be 
written in the cash book with full explanation as to the 
source of such collections. If the agency handles both 
passenger and freight business, the cash book would show 
receipts from freight collections as well as ticket sales. 
MONTHLY REPORT OF LOCAL SALES 
Roads differ in respect to form of reports, but all re- 
quire report from each station of ticket sales to all other 
stations on its own and foreign lines, by forms, commencing 
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and closing numbers, number sold, ticket rates and exten- 
sions into money. This report is made by the agent from 
his daily sales record, and from the audit stubs of books 
and miscellaneous tickets, baggage checks, etc. Tickets 
having audit stubs have no printed destination and it would 
not be practical to attempt to show the various destinations 
of such tickets in the daily sales record. When the details 
of sales of all forms of tickets have been written in the 
report, the agent makes a recapitulation of the total sales 
of the various forms, including collections from vending 
machines and other miscellaneous items, of which the grand 
total represents the charge against the agent’s account. 
Items other than ticket sales are handled by some com- 
panies through “debit advices; however, this is a mere 
matter of choice. 
MONTHLY REPORT OF INTERLINE SALES 
In addition to the monthly report of local sales, agents 
are required to furnish a separate report of ernie sales. 
The information required in this report is the same as that 
required in the local report, except that the junction point 
via which the ticket is sold is shown in cases of more than 
one junction with foreign road. This information is neces- 
sary in verifying rates as the destination of two tickets may 
be the same but the route traveled by the passengers may 
be entirely different. Statements of interline sales to 
foreign roads are written up from this report. 
AGENT'S BALANCE SHEET 
After all reports have been made for the month, the 
agent prepares a monthly balance sheet, taking up all debits 
and credits appearing on the monthly ticket report; also 
all debit and credit advices through which all miscellaneous 
items are handled. If the agency handles both passenger 
and freight business, all debits and credits from the monthly 
freight reports are included in the same balance sheet. 
Roads making a daily distribution of their revenue from 
cash receipts usually require a separate balance sheet of 
passenger and freight accounts and a consolidated balance 
is made in the auditor’s office, but your committee recom- 
mends a combined balance sheet made by the agent. 
AUDITOR’S CORRECTIONS 
In checking agents’ reports, errors are quite frequently 
found, and in order to facilitate adjustment, the auditor 
advises the agent of the errors made through a correction 
statement. This statement shows the items in question “as 
reported” and as they “should be;” also the net debit or 
credit to the agent’s account. 
AUDITOR’S CREDIT ADVICE 
There are numerous occasions for giving agents special 
credit in connection with their freight accounts, but it is 
seldom necessary in connection with passenger accounts 
There are a few items, however, such as ticket refunds or 
exchange of tickets by agents, which are authorized in 
isolated cases, also government orders when accepted in 
large numbers, thereby eliminating the possibility of listing 
them in detail on the balance sheet, that can be most con- 
veniently handled through the credit advice. These advices 
are numbered consecutively by the auditor as issued; a rec- 
ord is kept of the same and at the end of the month a jour- 
nal is made covering all of those taken up by agents, 
debiting the general ledger accounts affected and crediting 
the agent’s account. 
AUDITOR’S RECORD OF DISTRIBUTION OF SALES 
In order to arrive at a total of sales of all stations, the 
distribution appearing on the face of the daily summary is 
posted to a sales record which has all stations on the road 
printed on the left-hand side of the page and the various 
operating divisions across the top. Postings are made 
under the proper divisions opposite the selling station and 
the total sales are credited accordingly in compiling the 
daily earnings. 
AUDITOR’S REPORT OF DAILY EARNINGS 
It is the practice of electric railways to prepare daily 
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comparative statements of earnings, in order that the 
directors, managers and others may keep constantly in- 
formed of the volume of traffic. This report is more par- 
ticularly a source of valuable information for those directly 
in charge of operation, as it often happens that a certain 
line will show a marked decrease in earnings for a given 
period, due to some disturbance of business conditions. 
This decrease, appearing daily, attracts attention of the 
manager, consequently the service is reduced and a saving 
in operating expenses effected. The earnings are made up 
of conductors’ cash collections, agents’ ticket sales, except 
mileage and commuter tickets, which are valued as lifted, 
the proportion of ticket sales on foreign lines, the proportion 
of tickets lifted sold by foreign lines and freight and ex- 
press earnings computed from the auditor’s copies of way 
bills. Comparisons are made of the earnings of the same 
day of the week last year, and the same number of days of 
the month and year. Increases and decreases are shown 
for each line or division, percentage of increase or decrease, 
cars in service, weather conditions, temperature and special 
events affecting traffic. 

AUDITOR’S REPORTS TO FOREIGN ROADS 
association forms indicated under the heading of 
“Forms Needed” were adopted at the meeting of this asso- 
ciation held in Toledo, Ohio, on Dec. 16, 1911. [ Published 
in the ELectric Ratrway JourNAL of Dec. 23, 1911—Eb. ] 

PREPAID TICKET ORDERS 

Agents are supplied with prepaid ticket orders for the ac- 
commodation of anyone who wishes to buy a ticket for an- 
other at a distance. The money is paid to ticket agent of 
Road A, the ticket order with full specifications on the 
ticket agent of Road B is given to the payee, who sends it 
to the person at a distance proposing to make the journey. 
When the order is presented to the ticket agent of Road B, 
he issties an interline ticket to the person named in the 
order and takes a receipt therefor in the space provided. 
Settlement between the roads is made as follows: Road.A 
reports in the interline ticket report to Road B the full 
amount of money received, and Road B, the actual seller of 
the ticket, apportions in its interline reports to the roads 
over which the ticket is sold their proportion of its value. 
Road A credits “passenger earnings” with the entire amount 
received by its agent and charges that account with the 
same amount reported to B in interline account. Road A 
afterwards receives and credits to “pasenger earnings’ its 
share of the through rate by way of the interline report of 
Road B. Road B credits “passenger earnings” with the en- 
tire amount received through A’s interline report, and 
charges thereto all the other lines’ proportions reported to 
them in the interline account, leaving in passenger earnings 
exactly its own share of the through rate. Prepaid orders 
are equally serviceable between local agents of the same 
line, in which case the agent issuing the order reports the 
same at the amount received and remits to the treasurer, 
but the agent issuing the ticket reports it without value, as 
issued on account of such a station’s prepaid order. 

CHECKING REPORTS IN AUDITOR’S OFFICE 

The monthly report, accompanied by audit stubs of book 
and miscellaneous tickets, is usually received in the auditor’s 
office on the second or third of the month following that 
in which the sales are made. A record is made of their 
receipt in order that missing reports may be traced for. 
The first operation in verifying the report is that of check- 
ing the commencing numbers against the closing numbers 
reported in the previous month. One road in particular 
checks against the closing numbers entered in the ticket 
ledger, which entries have been made from the previous 
month’s report. The latter plan not only verifies the sales 
entries but it has a strong tendency toward keeping the 
sales record up to date. The checking of commencing and 
closing numbers is followed by verification of the number 
sold, rates and extensions into money. A further check 


The 
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than that of making separate substractions of the commenc- 
ing from the closing numbers of each form in verifying 
the number sold can be had by adding the commencing 
and closing numbers of all forms and arriving at the dif- 
ference, which will represent the total number sold. In 
checking rates it has been found advantageous in many re- 
spects to compile a tariff for the use of clerks, naming pas- 
senger rates, both one-way and round trip, baggage rate and 
mileage from each station to every other station on the road, 
arranged alphabetically, separate sheets being provided for 
each selling station. Book and miscellaneous tickets re- 
ported by the agent are checked as to destination by com- 
parison with tickets lifted of the same number. This has 
proved to be the most reliable method of auditing this class 
of tickets as any attempt at manipulation can be readily 
detected. Toco much stress cannot be placed upon the im- 
portance of accurate checking of agents’ ticket reports, as 
it is through these reports that a large volume of revenue is 
accounted for. Reports of sales of foreign roads are 
checked against coupons of interline tickets and baggage 
checks lifted. 
REDEMPTION OF TICKETS 


It frequently occurs that the purchaser of a ticket is 
unable to use it as expected and wishes it redeemed. Agents 
are supplied with a printed form for this purpose, which the 
purchaser is required to fill out, certifying as to the genuine- 
ness of his claim and that he has received no service either 
in transportation or checking of baggage. This certificate, 
with the ticket, is forwarded to the eenerhl passenger agent 
for approval.and he in turn forwards it to the auditor, who 
approves for the amount of the refund. A special form of 
check, printed so that its indorsement constitutes a receipt 
for the ticket in question, is then drawn by the treasurer 
upon his petty cash fund. A blanket voucher, reimbursing 
the treasurer for the amounts so expended, is drawn at the 
end of each month, charging the passenger revenue with 
the amount of redemptions of card and other tickets whose 
value has been included in the earnings account on a sales 
basis. The redemption value of unused mileage and com- 
mutation tickets is charged to their respective liability 
accounts. 

TICKETS LIFTED 


If it is desired to ascertain with what regularity tickets 
are sold by agents and lifted by conductors, it is necessary 
to keep a record of tickets lifted. A form has been tried 
out by the chairman of your committee and it is recom- 
mended to anyone who may desire to take up this phase of 
ticket auditing. The form is printed with ticket description 
at the top and with as many parallel columns of the num- 
bers I to 50 as the width of the sheet will accommodate. 
Space is provided at the top of each column for entering the 
first number. For example, if the agent at Chester is at 
present selling tickets to York numbered 5000 to 6000 the 
first number will be entered at the top of the column and 
that column will then represent all the tickets numbered 
from 5000 to 5049 inclusive, and so on. Tickets must be 
sorted first according to form and selling station, then 
according to destination. It is not necessary, however, to 
sort tickets numerically, as the ticket numbers can be 
checked very readily without that extra work. The tickets 
being sorted, the record can now be made by entering the 
date opposite the various numbers lifted, in the column 
headed “G,” indicating going portion, if a single trip or 
going portion of a round-trip ticket, and in column headed 
“R” if return portion of round trip. The result of the 
check is apparent at once. If a large number of tickets are 
found missing you will reach the conclusion that the agent 
is selling out of order or that some conductor is holding 
out from his collections for the purpose of manipulation. 
An unexpected visit of the traveling auditor to the agency 
in question and a secret inspection of train collections would 
naturally follow. 
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AUDITOR’S ACCOUNTS 
As soon as the agent’s monthly ticket reports are chethed 
a grand recapitulation is made of all reports, which is jour- 
nalized, as shown in the accompanying table: 


RECAPITULATION OF AupDITOR’s ACCOUNTS 


Debiting Crediting 
Agents and conductors. Revenue accounts. 
Foreign roads (balance due this Ticket liability accounts. 
company). Foreign roads (balance due them). 


United States government (account 
transpor tation orders). 


Following the closing Se accounts “the compilation of 
statistics is taken up. 


REPORT OF THE STANDING FREIGHT COMMIT- 
TER, CENTRAL ELECTRIC. RAILW Aw 
ACCOUNTANTS’ ASSOCIATION 


BY L. T. HIXSON, CHAIRMAN; H. W. BRANDTMILLER, H. E. 
VORDERMARK, G. L, FORD AND C, B. BAKER 


The committee recommends the following additions to 
the interline freight agreement: 

BILLING AND REPORTING FREIGHT FOUND OVER WHICH IS 
MARKED TO STATION ON FOREIGN ROAD 

Freight found astray in cars or warehouses of one road, 
showing destination marks to a point on the line of another 
company, will be billed out to the marked destination on an 
interline free-astray way bill and reported in the regular 
manner. The agent at destination, before delivering the 
shipment, will require the surrender of the bill of lading or 
original paid expense bill covering the bill on which the 
shortage is due, as evidence of ownership, and in case the 
shipment has been covered by a regular way bill, the desti- 
nation agent will issue corrections, making the free-astray 
way bill Said. and referring on the correction to revenue 
billing. In the absence a a revenue way bill, freight 
charges must be assessed on proper weight, based on pub- 
lished tariffs from point of origin to destination, a request 
being made on the originating agent for a way bill to cover, 
and after that is received, a correction will be issued to 
void the free-astray way bill, or if it is impossible to get 
a revenue way bill from the originating point, a correction 
should be made to change the free-astray way bill to a 
revenue bill. 

We also desire to recommend the following plans and 
forms in connection with interchange of equipment and 
per diem accounts, inasmuch as several member companies 
now have use for a system to take care of this class, of 
business. 

REPORT MADE BY CONDUCTOR COVERING ALL CARS HANDLED 

If the patented “Betz system” is used, it will be necessary 
for this form to be made in duplicate. 

REPORT MADE BY JUNCTION AGENT COVERING CARS DELIVERED 
TO CONNECTING LINE 

If the patented “Betz system” is used, five copies of the 
report must be made. One copy of each form will be 
furnished to the auditor of each line and the agent will 
retain the last copy for-his file. If there are two agents 
(not joint agency), it will be necessary to make an addi- 
tional copy in order that each agent may retain a copy for 
his) file: 

In the case of roads handling a great many cars, the pat- 
ented system is very desirable for the reason that the short 
forms may be cut with a machine paper cutter along the 
heavy horizontal ruling and assorted in road order so that 
the ledger clerks may handle the posting with greater facil- 
ity. Each clerk will have only such cars as he is required 
to look after. 

The large sheets are filed in date order so as to furnish 
a chronological record of cars handled by conductors and 
delivered to and received from connecting lines. Small 
roads may use these sheets for posting directly to the ledger. 
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LEDGER RECORD OF MOVEMENT OF LOCAL CARS 

This form is so arranged that each page will show a 
complete record of fifty cars. In posting, the reference 
used is the last two figures or “two terminals,’ and the 
figures 0 to 9 are printed on the outside margin, five times 
to the page to provide for the fifty numbers. The sheets 
are cut on the margin and indexed, showing the series. For 
example, 300 would indicate that cars 300 to 349 would be 
found on that page. Two sheets are required to make one 
page, or what is sometimes called a “double page.” Days 
of the month are printed at both top and bottom of one 
portion of the page. On the other part of the page the 
initials of roads whose cars are handled are shown in the 
Same manner and in the same relative position as the date 
figures. 

The entries to this form are made from the assorted 
slips or from the large sheets. For convenience, all rec- 
ords may be made in pencil, using black only. Ali stations 
and sidings should be numbered. Junctions should have a 
distinguishing series when recording an exchange between 
the local road and a connecting line; also an odd number 
should be used to show “received from” and an even num- 
ber for “delivered to” in connection with interchange re- 
ports from and to a foreign line. For example, local sta- 
tions (including junction points for local business) should 
be numbered 1 to 500, and junction stations, in connection 
with interchange with foreign lines, 501 to 600. If there 
are two or more foreign line connections at one junction, 
use separate numbers to designate each road. By using 
separate series of numbers it is not necessary to use various 
colored inks or key letters. Empty cars are designated by 
a dash after station number. New books should be opened 
the first of each month. 

At the close of each month, on the right side of the 
double sheet under the column “total days on line” a record 
of the total number of days on the local line is shown. The 
coltiimn’ opposite the car number is double-ruled for a por- 
tion of this space and just above the faint ruling is given 
the record under each foreign road initial of the number of 
days on that line during the current month. Discrepancies 
are recorded at the extreme right of the sheet. Such dis- 
crepancies are taken care of by a tracer. 

A form is used for keeping a record of the movement of 
various foreign cars on a local line. In case there are a 
great many foreign cars on the line, it will be necessary to 
allot a number of sheets to a line and show the car numbers, 
using the last two figures, or indexing by terminals in the 
same manner as for local cars. However, if the business 
is light, a sheet may be shown for each road and cars 
entered as received. At the left of the sheet under a column 
“transferred” the location on this company’s line and the 
date of the last movement will be shown as transferred 
from the last month’s record. At the end of the month the 
per diem days will be shown under that heading in the 
column at the left. In entering the movement of the cars 
under the proper date, empty cars are designated by a dash 
after the station number. 
right under the heading “mileage,” showing the mileage of 
loaded and empty cars. 

From these records three forms are made and may be 
either carried into an analysis journal, showing the name 
of the company on the left and the various heads, subdivi- 
sions, etc., at the top, so as to get the total footings, or the 
various classes may be posted directly to the ledger. In 
the same manner, a record on these forms rendered by 
foreign lines for per diem and mileage to be paid to the 
local company will be set forth. It is well to have a journal 
form, showing headings and various roads to provide a sum- 
mary of the monthly business of the various classes. 

A postal card notice is mailed to private line companies 
and to roads not in the per diem agreement, showing the 
amount to which a company is entitled for the use of its 


cars. 


Entry should be made at the. 
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In connection with accounting for local freight business, 
we desire to recommend that the association go on record 
as favoring the monthly plan in all reports except cash 
Statements and such skeleton daily reports as may be nec- 
essary for compiling daily earning statements. Therefore, 
we would suggest that the report of this committee previ- 
ously adopted be revised so as to eliminate daily report plan 
forms. 

Two new loose-leaf forms were submitted for summariz- 
ing reports. These forms would take the place of some of 
the forms mentioned in the report of June 13, 1g12. 

RECAPITULATION OF ABSTRACTS—AGENCY ACCOUNTS 

The totals as shown by agency abstracts are summarized 
on this form. The form is balanced as follows: 

The total received, added to the total interline forwarded 
by a company, plus unadjusted or transit accounts, must 
equal the total forwarded, as shown by agency abstracts 
plus the interline received. 

After this balance is proved the interline settlement sheet 
may be made up. 

INTERLINE SETTLEMENT SHEET ~ 

All freight accounts from the various sources are entered 
on this sheet and the balances for all agents, as well as 
each company, are shown. The “unadjusted accounts” 
totals for the previous month are deducted and totals for 
the current month are added. If the proper figures have 
been taken into account the advances received and for- 
warded will also balance. The amount of the foreign roads’ 
proportion of revenue deducted from the total revenue 
freight column will give the net freight earnings of the 
company, and this amount carried to the credit in the “bal- 
ance” column will make the debit and credit footings equal. 

There are several forms, among them balance sheet and 
debit or credit advice, which are used for both passenger 
and freight business. Therefore, it was thought advisable 
that such forms be submitted as the joint recommendation 
of the passenger and freight committees. These are set 
forth in the report submitted by the passenger committee 
and are concurred in by this committee. 


REPORT OF STANDARDIZATION COMMITTEE 


PRESENTED BY R. N, HEMMING, CHAIRMAN 


A meeting of the standardization committee was held in 
the office of the secretary on May 31, 1913, the following 
members being present: R. N. Hemming, H. H. Buckman 
and L. M. Clark. There were also present the following 
representatives of manufacturers: H. S. Williams, Peter 
Smith Heater Company; B. M. Hartsock, Westinghouse 
Traction Brake Company; H. E. Lavelle, Automatic Ven- 
tilator Company. 

CONTROLLING DIMENSIONS OF TROLLEY WHEELS 

The first subject taken up was that of the controlling 
dimensions of trolley wheels. It was voted to recommend 
to the association that the dimensions shown on a dia- 
gram submitted by the committee be adopted as recom- 
mended practice. 

STANDARD TRAIN SIGNAL SYSTEM 

The next subject taken up was that of the standard 
train signal system, which was discussed at length, both the 
pneumatic and electro-pneumatic and the present hand-bell 
systems being considered. 

In view of the added complications of the pneumatic 
system, the discussion was confined chiefly to the electro- 
pneumatic system, which appears to possess the necessary 
qualification to meet satisfactorily the requirements of inter- 
urban train operation. 

As a resu't of the d’scussion, your committee submits 
the arrangement of the electro-pneumatic signal system 
shown in the accompanying illustration (Fig. 1). This ar- 
rangement does not go into detail regarding the location of 
certain accessory apparatus, which will necessarily have to 


30 ELECTRIC RAILWAY JOURNAL 


be determined by the local conditions, but does define the 
location of the signal whistles proper, which should be such 
that all signa’s can be readily heard by trainmen from any 
part of the car. 

In accordance with the foregoing it was considered ad- 
visable to utilize a connector between cars for the signal 
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formulate a report, and therefore recommends that the 
subject be continued. 
MOUNTING OF RADIAL COUPLERS 
The last subject taken up was that of the paper entitled 
“Mounting of Radial Couplers,” by A. L. Price, of the Ohio 
Brass Company, which was read before the association at a 
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Fig. :—C. E. R. A. Standards—Location of Signal Whistles 


line, which would not inter-couple with the trailer light con- 
nector; and, furthermore, as the present standard trailer 
light connector has been found of insufficient current-carry- 
ing capacity, especially when electric heaters are employed, 
it is recommended that the present standard trailer light 
connector, as shown in the ELecrric RAILWAY JOURNAL, 
page 32, July 1, 1911, be adopted as a standard signal line 
connector, and that the connector, of which the details are 
illustrated in Fig. 2, be adopted as a standard trailer light 
connector. 

The committee further recommends the adoption of the 
revision of the location of the signal line connector, as 
shown in Fig. 3, the illustration reproduced below giving 
the standard locations of signal, lighting circuit, and main 
motor control connectors at the ends of interurban cars. 

HEATING AND VENTILATING OF CARS 

The next subject taken up was that of the heating and 

ventilating of cars. Following a lengthy discuss‘on of this 
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Fig. 3—C. E. R. A. Standards—Location of Signal, Light 
and Control Connectors 


subject, your committee feels that the question of the heat- 
ing < and ventilating of cars involves car construction, radiat- 
ing systems, heating units, fuels, etc., in connection with 
which some tangible data should be collected in order to 


meeting held in Indianapolis Feb. 28, 1913, and was referred 
for consideration to the standardization committee of the 
association. 

The discussion of the subject which followed brought to 
light the fact that not only should the present standard 
specifications for radial couplers be modified, but also the 
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necessity of establishing certain limitations for the control- 
ling dimensions of cars, such as over-all lengths, truck’ cen- 
ters, widths, steps, etc. 

Your committee therefore rechmipenas! that the subject be 
continued to the end of revising the present coupler specifi- 
cations and formulating limiting controlling dimensions for 
cars so as to permit of the satisfactory operation of radial 
couplers. 


NAPLES ELEVATED AND UNDERGROUND RAILWAY 


The concession for the proposed Naples underground 
and elevated system was granted early this year to a com- 
pany starting with a capital of $3,200,000, This project 
covers a city line with fifteen stations and a suburban line. 
The main suburban line will follow the coast. to Camaldoli,’ 
and a second line will follow the Milano Agnano Road to 
the Agnano baths. All sections will be double-track. The 
line will be operated with trains of three cars each, the first 
and last motor cars and second-class, while the trailer will 
be a first-class car. The electric equipment of the motor 
cars will consist of four motors with multiple-unit control. 
Current is to be used at 1000 volts or more. The total out- 
lay, not including administration expenses, directors, etc., 
is expected to reach a sum between five and six million 
dollars. - = 


JBLY 5, 1913.] -: 


LOW-STEP, CENTER-ENTRANCE CARS FOR SANTA 
BARBARA, CAL. by 


The Santa Barbara & Suburban Railway has just been 
furnished by The J. G. Brill Company with five center- 
entrance cars of low-step design. This type has been 
adapted for the mild California climate by installing swing 
gates instead of doors at the center, while sliding doors are 
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to the 15-in. x 3@-in. side sill plate at each end. The side 
sill plates extend the length of each: compartment. Two 
center stringers of 3-in. I-beams extend the full length of 
the car from bumper to bumper, to which they are fastened. 
ihe 24-1n. x 104%-in. end sills, the 3-in. x 3-in. diagonal 


braces and the 134-in. x 3-in. and 4%4-in. x 4%-in. crossings 
are of oak. 
Each compartment has five windows on one 


side and 


Santa Barbara Car—View Showing Low Center Entrance and Exit Door at End 


provided to close one compartment. The car seats a total 
of forty-four passengers, cross seats being used except at 
doorways and sliding seats opposite the center door. The 
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four windows and a folding door on the other. The win- 
dows are of the double-sash type arranged to be raised 
into the roof. They have cherry sash with brass stiles. 


Closed 
Compartment 
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Santa Barbara Car—Plan View Showing Arrangement of Seats and Entrance Well in the Center 


accompanying pan shows that the car is 41 ft. long and 
8 ft. 6 in. wide over the posts. The center platform is 5 
ft. 7 in. wide. The cross seats are 36 in. wide, thus leav- 
ing a 26-in. aisle. There are no cabs or curved end seats. 
_ The body is mounted on No. 62-E trucks with 30-in. 
driving wheels and 19-in. pony wheels. These wheel di- 
ameters and the ramps permit the following easy grada- 
tions: g-in. rise from ground to folding step, 8-in. rise 
from step to edge of well, 2-in. ramp to center of well, 8-in. 
step to aisle of either compartment and 6-in. ramp from 
edge of well to bolster center line. The gates at the center 
platform are hinged to one stanchion and swing inwardly 
back to back when opened to form an exit and entrance. 
The gates are kept open by means of door locks. An ad- 
ditional exit for passengers is provided by a 26-in. door 
and folding step at diagonally opposite ends of the car. 
These doors, which are operated by the motorman, fold 
against the vestibule windows. All side doors operate in 
conjunction with the steps. | 

Each compartment has a 3%-in. x 734-in. side sill, ex- 
tending from the center platform to the end of the car 
body. Ata point about 3 ft. from the center vestibule there 
is attached to the inner side of these side sills a 6-in. chan- 
nel which extends across the center platform. It is re- 
inforced with a 10-in. x 3%-in. steel plate which is gusseted 


The seats are made of cherry slats. Special seats are also 
provided for the motorman and the conductor. 


EXTENT OF APPROVED STADTBAHN ELECTRIFICATION 


Following fourteen years’ agitation, both houses of the 
Prussian Diet finally approved on April 22 and May 5 the 
electrification of the Berlin city and several suburban lines 
of the Prussian State Railways. The original project of 
the railway administration called also for the electrification 
of some of the longer suburban lines, which would have in- 
volved 268 miles of route or 592 miles of single track. The 
cost of way changes was placed at $12,500,000 and of roll- 
ing stock (electric locomotives and modified steam trailers) 
at $1,825,000. Power was to be purchased from a private 
plant. The electrification now approved covers 126 miles 
of route or 293 miles of single track. The initial appropria- 
tion of $6,250,000 is accompanied by a request from the 
Diet for data on the results of future tests with different 
kinds of current and rolling stock, an estimate as to whether 
the electrification of additional lines would. be profitable, 
and the preparation of a schedule of increased fares to 
cover fixed charges and amortization of the Berlin city, 
belt and suburban lines. The question of public or private 
ownership of power plants has been left in abeyance. 
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ANNUAL MEETING OF AMERICAN SOCIETY FOR 
TESTING MATERIALS 


The sixteenth annual meeting of the American Society 
for Testing Materials was held on June 24-28 at Atlantic 
City. During the meeting several reports of committees 
on specifications of special interest to electric railways 
were presented, and these are given in abstract in the 
following paragraphs, 

The specifications for splice bars were elaborated to 
cover three grades, namely low, medium and high carbon 
steel. The former grade makes the use of Bessemer or 
open-hearth steel optional with the purchaser, the carbon 
content-with Bessemer steel being limited to 0.10 per cent 
and that with open-hearth steel to 0.05 per cent. Open- 
hearth steel only is permitted for both medium-carbon and 
high-carbon bars, the carbon content for the former being 
specified to be not under 0.30 per cent and the phosphorus 
content not over 0.04 per cent. For high-carbon bars the 
carbon must be at least 0.45 per cent and the phosphorus 
not over 0,04.per. cent. 

In manufacture, the medium-carbon bars are required to 
be annealed in case they are shaped when cold, but high- 
carbon bars must be worked at a temperature not less than 
750 deg..C. In all cases analyses made from finished bars 
representing each melt are permitted to show phosphorus 
25 per cent in excess of the limits specified for the test 
ingot. Variations of 1/32 in. from the specified size and 
location of holes and of % in. from the specified length are 
also permitted in all cases. The maximum camber must 
not exceed 1/16 in. in 24 in., and any variation from a 


straight line in the vertical plane must make the bars high . 


in the center. Cold bending tests on the low-carbon splice 
bar require that the test_specimen shall bend flat upon itself 
without fracture on the outside of the bent portion. The 
medium-carbon and high-carbon bars are required when 
cold to bend without cracking on the outside through go 
deg. around pins the diameters of which are respectively 
two and three times the thickness of the test specimen. 
Optional bend tests of less severity were included. 

The specifications for carbon-steel car axles were 
changed in a number of instances, among which were the 
requirements as to chemical composition. These involved 
contents of carbon from 0.35 to 0.55 per cent, manganese 
not over 0.70 per cent, phosphorus not over 0.05 per cent 
and sulphur not over 0.06 per cent. The paragraph relat- 
ing to tensile strength was omitted complete and the list of 
drop tests was expanded to include axles et 6 7/16-in. 
diameter. 

The specifications for steel tires were Bae to require 
that analyses made by the purchaser from the finished ma- 
terial should agree with the limits of 0.05 for phosphorus 
and 0.05 for sulphur as specified for the manufacturers’ 
test, and not, as in the original specifications, be permitted 
to be 25 per cent in excess of those figures. 

New specifications for cold-rolled steel axles were 
adopted which included the use of a process optional with 
the purchaser and cold-rolling to finished size from 
hot-rolled bars. The chemical composition limited carbon 
to 0.40 per cent and phosphorus and sulphur to not over 
0.05 per cent. Manganese was called for to a percentage 
between 0.40 and 0.80. A tensile strength of 70,000 lb. per 
square inch and an elastic limit of 60,000 lb. per square 
inch were specified, together with an elongation of 18 per 
cent and a reduction of area of 35 per cent. Cold bending 
of a %-in, square test specimen around a I-in. pin was 
required. The allowable variation in finished size was 
limited to 0.002 in. i 

New specifications for wrought solid carbon-steel wheels 
for electric railway service were adopted substantially in 
accord with the recommendations of the American Electric 
Railway Engineering Association committee on equipment, 
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presented at the 1912 convention and published in the 
Exectric RatLway JourNnaL for Oct. 12, 1912, page 851, 
but with the exceptions noted below. 

The chemical composition involved the following re- 
quirements: 


Acid, per Cent Basic, Bet Cent 


Carbon vie its ceeact terials she lomstade Oct surietenete 0.60—0.80 . 7 0:69-0:85, 
Manganese) ievawranctamerctia ris se aedelohe 0.55—0.80 0.55—0.80 
Phosphoruss moivactact atin eters ehteks Not over 0.05 Not over 0.05 
Sulphate ts eetetoniaerere aR Not over 0.05 Not over 0.05 
SETCOI ee recees ona RE ler sie ee em erecetee 0.15—0.35 0.10—0.30 


Analyses by the manufacturer were required to be made 
on a test ingot from each melt, and a check analysis made 
by the purchaser was permitted from one wheel represent- 
ing each melt, the sample to be taken from any point or 
from two diametrically opposite points in the plate but 
bored parallel to the axis completely through the sample 
in such a manner as not to impair the usefulness of the 
wheel. 

The thickness of plate was permitted to vary not more than 
Y in. over or not more than \% in. under the thickness 
specified in the purchaser’s drawing. The hub diameter 
was permitted*to be 5 in. more than that specified, but 
not less, with a minimum wall thickness of 1 in. for bores 
6 in. or less and 1%4,in. for bores over 6 in., the thickness. 
of wall to vary not more than 3 in. on any one wheel. The 
variation found with the ring gage was limited to 1/16 in. 
with rolled and 1/32 in. with machined wheels. Mating 
was specified for size only and not for carbon. No con- 
sideration was given to weight. The matter of free re- 
placement of delivered wheels which proved defective by 
reason of cracks, breaking or defective material or work- 
manship was replaced by a clause to the effect that the 
wheels. should be free from injurious seams, cracks, lamina- 
tions or other defects detrimental to their strength or 
service, and that wheels offered for inspection should not 
be painted or rusted or covered with any substance to 
such an extent as to hide defects. 

During the discussion on splice bars Norman Litchfield 
presented the objections to the specifications which had 
been raised by the members of the American Electric Rail- 
way Engineering Association committee on way matters in 
regard to tolerances and camber. In the discussion it was 
brought out, however, that no objections had been received 
to the specifications in a canvass of the members of the 
A. S. T. M. committee on standard specifications for steel, 
and in the judgment of the convention the objections to the 
specifications were not vital enough to prevent it going 
forward. The resolution was therefore passed that the 
specifications should be submitted to letter ballot to the 
members of the American Society for Testing Materials. 

Mr. Litchfield also presented the objections made by the 
committee on equipment of the A. E. R. A. to the proposed 
specifications for wrought-steel wheels for electric railway 
service, and to these very much the same objections were 
brought up by the members of A. S. T. M. committee as in 
the case of splice bars. It was stated that the matters 
which the A. E. R. A. committee on equipment wished to 
have put into the specifications were somewhat experi- 
mental and were being investigated at the present time by 
the committee of the A. S. T. M., and it was thought that 
it was desirable to adopt the specifications which would 
harmonize the existing discrepancies in the various specifi- 
cations now in use. Mr. Litchfield pointed out that the 


American Electric Railway Engineering’ Association was 
not ready to adopt any specitications for wheels, as it had 


not approved those which were presented at its last con- 
vention. With a view to further investigation, more espe- 
cially in connection with the A. S. T. M., he therefore 
requested that the proposed specifications be held up for 
another year. The matter was put to vote, and it was de- 
cided to submit the specifications to letter ballot of the 
members of the A. S.:T. M. 4 
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The Mittenwald Railway 


A 15,000-Volt, Single-Phase Railway with a 50,000-Volt Transmission System from Hydroelectric Stations 


Dr. E, E. Seefehlner has described in two recent issues 
of the A. E. G. Journal the Mittenwald Railway, a new 
line in the Austro-Bavarian Tyrol mountain region which 
was opened on Oct. 28, 1912. Under the collective name 
“Mittenwald Railway” all the railway connections between 
Innsbruck, Scharnitz, Garmisch, Partenkirchen, Griessen 
and Reutte are included, although this railway is subdivided 
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Mittenwald Railway—Map 


into four lines. As shown in the accompanying map, the 
eastern line from Innsbruck to Scharnitz, which is 21 miles 
long, and the western line from Reutte to Griessen, which 
is 20% miles long, pass through Austrian territory. The 
intermediate | Scharnitz-Garmisch-Partenkirchen-Griessen 
section, which runs through Bavaria, is about 25 miles long. 

The Alpine character of the territory is indicated by the 
fact that on the two Austrian sections there are eighteen 
tunnels with a length of 1412 ft., in addition to many 
bridges and viaducts. The difficulties offered by the nature 
of the ground formed one reason for selecting electric tfac-, 


The Mittenwald Locomotive Drawing an 1100-Ton Train on the Dessau-Bitterfeld Section of the 
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tion because it permitted the most economical ruling grade, 
namely, 3.64 per cent. The railway reaches a height of 
3786 ft. above sea level at Seefeld, a difference in level of 
1968 ft. being overcome within 13.1 miles. The saving 
effected against steam by shortening the . constructional 
length at least 2% miles at the most difficult part, without 
losing possible traffic, amounts alone to more than the total 
cost of the electrical equipment. 


POWER SUPPLY 

Part of the energy for operation is obtained from the Sill 
hydroelectric development at Innsbruck. This plant enjoys 
a peculiar record inasmuch as it also supplies the 2500-volt, 
forty-two-cycle Stubaital Railway, opened in 1904 as the 
first of single-phase lines, and the Innsbruck-Hall r1100- 
volt interurban railway, the first Austrian railway system to 
use high-tension direct current. The same station further 


Mittenwald Railway—Light Bridge Construction 


supplies energy to the 600-volt d.c. city lines of Innsbruck. 

The Mittenwald Railway also has a power station of its 
own situated about 3.8 miles to the south of Innsbruck in 
the vicinity of the Sill works. This station contains two 
3000-volt, single-phase, fifteen-cycle generators, having a 
continuous rating of 3000 kva and a maximum output of 
4500 kva each. The energy from each generator is led to 
a 50,000-volt oil-and-water-cooled transformer which 
forms an inseparable unitywith its generator. No 3000- 
volt busbars or switches are therefore needed, thus insuring 


extreme simplicity in all switching operations. The two 


transformer stations, which will also supply current to the 
Bavarian lines until the completion of the Walchensee 
plant, are located at Reith, 12 miles from the eastern, and 
at Schanz, 2 miles from the western boundary of Austria. 
TRANSMISSION LINE 

The 50,000-volt transmission line is carried principally 
on the poles of the overhead contact line and consists of 
two wires each of 35 sq. mm (approximately No, 2 B. & S.) 
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section. As part of it is in a district which is difficult of 
access in winter, great care was necessary in design and 
construction. On this account a portion of the line consists 


of three wires, two of which are usually in service, the third 
serving as a reserve. 
quired to replace a defective wire. 


The latter can be switched in as re- 
As a protection against 


for these conditions. 
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stresses caused by the rapid passage of the current col- 
lector. The Allgemeine company found that a special’ form 
of disk link suspension insulator was the only suitable type 
As is well known, porcelain can 
be regarded only as a perfect material for compression 
strains because it possesses little tensile strength and has 


Mittenwald Railway—Plain Catenary Suspension and Bridge at the Scharnitz Station _ 


atmospheric discharges a copper wire is mounted above 
the high-tension line on the tops of the poles and is 
grounded to the depth of ground water at each pole. The 
steel lattice poles employed exclusively for carrying the 
line are erected 262 ft. apart. 

Insulators for transmission lines are as a rule subjected 
to comparatively little mechanical strain, since severe vibra- 


no flexibility. These conditions can be met satisfactorily 
only by the link suspension insulator, which is not subjected 
to a tensile or bending strain in any part. The insulator 
selected is especially suitable for anchoring the contact 
line, and although it weighs only 6.2 lb., it possesses a 
breaking strength of 17,160 lb. to 17,600 Ib. 

A fundamental difference as compared with other sus- 


Mittenwald Railway—Span and Bracket Construction for Tunnel and Open Line; Transmission Pole Construction 


tions are no longer set up when the line is once com- 
pleted, but when the transmission line is carried on railway 
poles the conditions are different. Then the direction of 
the line is determined by the situation of the railway, as in 
this case, it may have to follow an uninterrupted series of 
sharp curves. In adddition, the poles are subjected to the 


pension insulators, particularly the American types, is that 
the grooves have no round section; also, in place of the 
wire ropes which rust under exposure, steel bands, which 
lie with their entire surface flat on the porcelain and do 
not injure the glaze, are employed for attachment. When 
the work of erection is finished the grooves are filled up 
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in order to prevent the penetration of water and freezing. 
The insulators have jointed fittings which take up all 
movement and thus prevent the wear of the grooves and 
the injury of the glaze. 

CONTACT LINE 

The contact line is carried entirely on lattice poles which 
are placed 262 ft. apart on tangents. Catenary suspension 
is used but without automatic tension take-up devices, be- 
cause the many sharp curves entail much friction and 
make it impossible for the customary tightening devices to 
work with reliability. Such arrangements are superfluous 
in this case as the poles are flexible and thus tighten the 
contact line themselves at the curves. 

LOCOMOTIVES 

The Mittenwald Railway has nine 800-hp locomotives 
for service on the Innsbruck-Landesgrenze and Bayern- 
Garmisch-Partenkirchen lines (35.3 miles). The maxi- 
mum grade of 3.64 per cent occurs frequently. A locomo- 
tive can draw a gross car weight of 125 metric tons on 
this grade at a speed of about 18.6 m.p.h. This corre- 
sponds to a tractive effort of approximately 16,500 lb. The 
small train weight may give rise to the impression that 
large outputs do not come into question. Nevertheless, 
one of these locomotives was in service for trial purposes 
for several months on the Dessau-Bitterfeld line of the 
Prussian State Railroads, during which period it drew 
freight trains of 1100 metric tons in the regular scheduled 
service. 

Each locomotive has a service weight of 53 tons. The 
current is taken from the contact line by means of two 
bow collectors with sliding contacts and is led through a 
bare high-tension conductor carried over the roof to a 
lightning arrester choke coil and then to the transformer 
compartment, where it is connected to a high-tension oil 
switch which is operated directly by means of a knife 
switch from the motorman’s front cab. Between the light- 
ning arrester choke coil and the oil switch a grounding 
switch is connected up to close automatically as soon as the 
protecting cover of the oil switch is removed. The cur- 
rent passes from the oil switch to the primary winding of 
the power transformer and flows thence through a high- 
tension current transformer connected in series directly to 
ground, The secondary winding of this current trans- 
former feeds the maximum cut-out coil of the oil switch 
and two ammeters in the engineer’s cab. 

The traction motor is a twelve-pole single-phase commu- 
tator motor of the repulsion type, with a normal rating of 
800 hp when running at a speed of 18.6 m.p.h. The motor 
is regulated by means of contactors which are connected 
to the taps of the power and exciter transformers and 
operated by the 300-volt control current. 

Each of the two controllers has two separate drums, one 
to operate the contactors for the power transformer and 
thus regulate the output and the second to operate the 
exciter contactors for the control of the excitation. Each 
position of the output drum can be combined with all the 
positions of the exciter drum. Owing to this separate 
pressure and field regulation, the field can be adjusted for 
any speed with the lowest possible kva consumption of the 
motor. The locomotives can be run in pairs on the mul- 
tiple-control system to draw train weights up to 250 tons. 


In honor of the visit made to Germany this summer by 
‘the American Society of Mechanical Engineers upon invi- 
tation of the Verein Deutscher Ingenieure, the latter or- 
ganization has prepared a guide book of 171 pages. This 
book, which is printed in English and German on facing 
pages, describes the points of interést in each locality to 
be visited, laying particular stress, of course, on matters 
relating to engineering and technical education. The itin- 
erary shows that the American delegates arrived at Ham- 
burg on June 19 and that the official visits and receptions 
will terminate at Munich on-July 8. 
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PORTABLE RAIL GRINDER WITH DRILL 


The Consolidated Ascessories Conipany, London, Eng- 
land, is building the “Norwich” grinder, shown in the ac- 
companying cut. The grinder is light enough to permit 
two men to remove and replace it on lines with a five- 
minute headway, yet its weight of 1100 lb. is so distributed 
that practical freedom from vibration is assured. The 
truck of this grinder has two flanged wheels, which run 
on the rail 6 ft. apart at centers, and a third wheel which 
has no flange. This enables the machine to be moved more 
easily from the track and to run around curves with but 
little friction. 

The 4-hp, 1500 r.p.m. motor used for the drive is fur- 
nished with a sleeved shaft bearing which carries a toothed 
quadrant. One end“of the double cantilever arm bolted 
to the quadrant carries the grinding wheel and the other 
end a counterweight. The arm is swung into and held 
firmly in any required position by the rotation of a hand- 
wheel attached to a worm which engages with the teeth 
in the quadrant. The lowest end of the arm carries a 


spindle having a sprocket wheel at its inner end and a 
grinding disk at its outer end. This disk is driven at 
motor speed by means of an adjustable endless silent- 
chain drive between the sprocket wheel and a similar wheel 
on, the armature shaft. 

The 14-in. diameter grinding disk has a lead-bushed cen- 
ter and is clamped between thick rubber washers by two 


Side View of Portable Rail Grinder with Wheel in Position 
for Grinding 


steel flanges. The inner flange is fixed to the spindle, but 
the outer flange is detachable so that disks are easily ex- 
changed. Smaller disks are used for deepening grooves in 
the rails and other special purposes. . Cutters are so in- 
stalled that the disk can be trued up while running in place. 

The drilling attachment enables holes to be drilled and 
reamed in rails, switches, etc., either when in position 
in the track or when lying in the yard. Holes may also 
be readily drilled in trucks, etc., without removing or dis- 
mantling them. Bevel gearing permits a drill speed of 
775 ¥.p.m. 

While the motor is running one operator moves the truck 
to and fro along the rails a distance of 6 ft. to 9 ft. at a 
speed not exceeding 6 ft. to 8 ft. per minute. The second 
operator walks by the side of the machine adjusting the feed 
until the surface of the rail reaches the required condition. 
It is not necessary to pour water on the grinding disk, but 
in dry weather it is considered advisable to water the rails 
in order to get a good ground return for the motor. 

A passenger car may be allowed to approach within about 
300 ft. of this grinder. The disk must then be raised, 
the motor stopped and the current collector pole laid 
in the crutches. One operator, by placing his arms under 
the T-handle and crossing his hands over the sloping part 
of it as low down as possible, can then lift the nearest 
flanged wheel out of the groove of the rail and slew the 
truck, after which it may be drawn to one side of the road 
in time to enable the car to pass without any interference 
with its schedules. 
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GAS-ELECTRIC CARS FOR LONDON COUNTY 


COUNCIL TRAMWAYS 


The London County Council Tramways has recently 
placed in experimental operation three petrol or gas-electric 
double-deck cars for use on lines in the East End where 
overhead operation is not permitted and conduit construc- 


London Gas-Electric Car—Part of Dash Removed 
to Show Generating Set 


tion would be too costly. The car is 27 ft. long over all, 
the’ platfornis alone requiring 6 ft. 3 in. each. The present 
equipments, ‘according to A. L. C. Fell, chief officer of the 
tramways, are codverted horse-car bodies which were used 
in order to save time. These cars were stripped to their 
wheels, platforms, staircases and canopies. They were 
mounted on new underframes and platforms, constructed 
of standard rail steel sections and arranged to take the 
engine, generator, radiator and other parts of the gas- 
electric equipment. The canopies were rebuilt as far as 
possible in line with the corporation’s standard electric 
cars, and the upper deck seats were rearranged accordingly. 
The new stairways have removable bottom treads and risers 
to give access to the engine magneto. The car is carried 
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London Gas-Electric Car—Radiator 


on two axles runnning in ball bearings through long lami- 
nated bearing springs which are fitted with auxiliary coil 
springs and rubber cushions. A light sub-truck supported 
directly from the journal boxes through the medium of rub- 
ber pads carries the brake rigging and other details which 
are required to maintain practically constant relationship 
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with the track level. The sub-truck, however, does not 
support any of the weight of the car body or passengers, 
The platforms have spring control fenders to protect the 
engine and equipment from shocks arising in the event of 
contact with other vehicles. Each car seats twenty pas- 
sengers on the lower deck and twenty-eight on the upper 
deck, 
GAS-ELECTRIC EQUIPMENT 

The electrical equipment and 40-hp engine were designed 

and manufactured by W. A. Stevens, Ltd., at Maidstone. 


' The two electric motors, geared 6:1, are of the series inter- 


pole type. The maximum load on-each motor is 20 brake- 
hp, but each is capable of developing 40 hp sparklessly for 
a considerable time. Either motor can run the car on level 
roads. The generator is of the shunt-wound interpole type, 
with a maximum potential of 350 volts. The engine, which 
has a bore of 434 in. and a stroke of 5% in., develops well 
over 40 brake-hp at 1000 r.p.m. This speed is necessary 
only on the hills, and in ordinary service the average speed 
is about 700 r.p.m. 

The engine and generator are mounted on a ~-pressed 
steel frame which is suspended on the platform bearers 
in such a way that the power unit is easily removable for 
exchange in case of a breakdown. The water circulation is 
pump-driven. The radiator is on the end of the car oppo- 


site to the engine and generator but occupies the same 
The radiator fan is 


relative position under the stairs. 


London Gas-Electric Car—Double-Deck Horse Car After 
Conversion . 


mounted directly on the shaft of a small series-wound 
motor, supplied from the terminals of the generator. The 
fan is in operation only when the generator is supplying 
energy to the motors, but as the engine is throttled down 
at all other times, the cooling is ample. 

The control of the first three cars is effected by the 
engine throttle, a controller by which resistances are put 
in circuit with the shunt winding of the generator, or, 
alternatively, the fields of the motor can be shunted by 
successive resistances. In addition, a reversing switch for 
the motor armatures is provided. Double-end control is 
used. 

It is possible to suppply the motors from either the over- 
head or conduit supply as an alternative to the self- 
contained generator, so that cars can be run either purely 
electric or gas- -electric. As no electrical circuits are made 
or broken in running, the acceleration is very smooth and 
rapid. The car is lighted by means of metallic-filament 
lamps from accumulators automatically charged by an in- 
dependent dynamo, which is driven by means of a flexible 
belt from a pulley secured to one end of the motor arma- 


ture shaft. 
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LONDON LETTER 


(From Our Regular Correspondent) 


The Brighton Town Council has decided to install a sys- 
tem of trolley omnibuses and adopt the “under-running” 
trolley. The first route will be from Preston village to 
New Road, a distance of about 2 miles. By utilizing the 
existing wires in London Road the cost will be £5,600, the 
overhead equipment costing £3,200, three cars £2,250, and 
miscellaneous items £150. The capital charges on this sum 
will be £486 a year, or 1.32d. per mile. The operating ex- 
penses are expected to be 6.50d. per car mile, making the 
total working cost 7.82d. per car mile. The average re- 
ceipts will probably be at least 8d. per mile. Before the 
extension can be constructed along the main through route 
to the western boundary of the borough, an agreement will 
have to be made with the Hove authorities as to the type 
of equipment. If an agreement cannot be effected a Board 
of Trade arbitrator will specify the system to be adopted. 

The question of preventing splashing by motor buses 
is being considered and a guard, the invention of H. V. N. 
Graveley, has recently been placed on a number of Messrs. 
Tilling’s motor buses. The guard is placed at the side 
of the wheel near the ground. The guard itself is com- 
posed of rubber, and is supported from a central bearing in 
the form of a hanger block which surrounds the axle box 
or hub of the wheel. Side arms attached to the frame of 
the guard in turn support this hanger block. The hanger 
“block is fitted with ball or roller bearings. Devices are 
also provided to keep the mudguard in a proper position, 
but allow for lateral motion. 

The fifth annual congress of the Tramways & Light Rail- 
ways Association was held on June 12 and 13 at Biackpool. 
After the usual reception by the Mayor and members of 
the Corporation and Boards of the Blackpool & Fleet- 
wood and Blackpool St. Anne’s Companies, a paper, ‘‘Pos- 
sibilities for Increasing Profits on Interurban Lines,’ was 
read by E. H. Edwardes, general manager of the Lanca- 
shire United Tramways. This was followed by a paper, 
“Tramway Track, 1883 to 1913; a Résumé from a Manu- 
facturer’s Standpoint,” by Fred Bland, of the firm of Edgar 
Allen & Company, Sheffield. After lunch, the délegates 
were taken to Lytham in special cars, and in the evening 
a banquet was tendered by the Mayor and Corporation of 
Blackpool. On the following day, a paper, “Railless Trac- 
tion Legislation,’ was read by H. England, general man- 
ager of the Yorkshire (West Riding) Electric Tramways. 
This was followed by a paper, “Standard Rules for Mo- 
tormen and Conductors,’ by A. V. Mason, general man- 
ager of the South Metropolitan Electric Tramways & 
Lighting Company. In the afternoon special cars were 
provided for a trip to Norbreck and Fleetwood, where a 
steamer was boarded for Barrow and Furness Abbey. In 
the evening the return was made to Blackpool, where the 
annual supper was served and the dance held. 

The finance committee of the London County Council has 
reported that the surplus on the tramways undertaking as 
a whole for the year ended March, 1913, was £739,000, 
which is nearly £202,000 less than the original estimate, 
showing a serious falling off month by month. After the 
full statutory charges have been met there is a balance of 
only £500, to be transferred to the renewals fund instead 
of £150,000, the amount estimated to be necessary for this 
purpose. The average passenger receipts per car mile have 
fallen from nearly Is. in 1901 to about 9.73d. this year, 
owing to the severe competition of the motor omnibuses 
and the underground lines. 

The London County Council has been looking forward 
to the installation of trackless' trolleys, four separate 
schemes being included in the recent bill in Parlianient. 
This bill has passed its second reading, but a clause has 
been inserted stating that the overhead wires for the track- 
less trolleys can be erected only with the sanction of the 
borough councils in whose districts the lines are to be built. 
This means that the borough councils have received the 
power to veto, and the London County Council has de- 
cided to abandon the trackless trolley for the present. 

The Council is still pursuing its experiments with petrol- 
electric tramcars, which will become more important than 
ever now that the use of the trolley omnibuses has been 
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barred. Some solution must be found for the problem of 
equipping districts where it would not pay to install the 
underground conduit system. These petrol-electric tram- 
cars have been specially designed and manufactured by the 
engineering department of the London County Council. 
They were equipped with petrol engines, electric genera- 
tors, electric motors and controllers, by W. A. Stevens, 
Ltd., London and Maidstone. The engine driving the elec- 
tric generator is of the same type as that used on the 
Tilling-Stevens petrol-electric omnibus, and the experi- 
ments as applied to tramway work have been quite suc- 
cessful so far. 

The Liverpool tramways committee, which has been ex- 
perimenting with the plan which is in operation in Lon- 
don of numbering certain tramway routes, has decided to 
apply the scheme to all the routes in Liverpool. 

The experiment of collecting certain fares on the plat- 
forms of the cars on a few of the routes in Leeds is to be 
extended over the whole of the system for a period of six 
months, at the end of which time the general manager is 
to report on the subject. 

The London Suburban Traction Company, which has 
been formed to amalgamate the Metropolitan Electric 
Tramways, Ltd., and the London United Tramways, Ltd., 
has acquired a controlling interest in the South Metropoli- 
tan Electric Tramways & Lighting Company. Thus, with 
the exception of the London County Council Tramways, all 
the tramway and motor bus services in the Metropolitan 
area are under one control. 

The London & Southwestern Railway has let the con- 
tract for motors and train equipment for the first portion 
of its electrification scheme to the British Westinghouse 
Electric & Manufacturing Company, Ltd., Manchester. It 
is purchasing the conductor rails from Bolckow, Vaughan 
& Company, Middlesbrough, and these will be laid under 
the supervision of J. W. Jacomb Hood. The high-tension 
cables are being obtained from Siemens Brothers & Com- 
pany, Ltd., Woolwich. The contract for the power house 
has not yet been let, but it is understood that 10,000-kw 
and 5000-kw units will be installed, generating at a pressure 
of 11,000 volts. The order for substation equipments has 
been placed with the British Thomson-Houston Company, 
Ltd., Rugby. The first section to be completed will com- 
prise two lines to Hampton Court. The electrical work is 
being carried out by Herbert Jones, the company’s elec- 
trical engineer. The work in its entirety is under the su- 
pervision of Messrs. Kennedy and Jenkin. 

In connection with the electrification of the London & 
Northwestern Railway between London and Watford, the 
Maschinenfabrik Oerlikon of Zurich has obtained a con- 
tract to supply the electrical equipment, including motors 
and control apparatus, for forty-three trains. Tenders for 
the power house equipment have been invited from a se- 
iected list of British and foreign manufacturers. 

Encouraged by the success which Liverpool has achieved 
by adopting first-class cars on certain routes, the tram- 
ways committee of the Birmingham City Council has un- 
der consideration suggestions from a deputation of Bir- 
mingham citizens who desire to see first-class cars adopted 
on certain routes in that city. Many members of the depu- 
tation were in favor of single-deck cars only. The commit- 
tee has promised to consider the proposal to adopt first- 
class cars and single-deck cars. The committee is also 
interested at present in the question of providing the 
necessary links to the various tramway terminals in the 
center of the city, it having been agreed that these 
terminals should be connected so as to provide for through- 
running. The committee is awaiting the opinion of the city 
surveyor, who has had to be consulted with reference to 
the widenings and difficulties which might arise in regard 
to the streets along which these connecting links should 
be constructed. 

The Manchester tramways committee has decided to ex- 
tend its policy of reducing passenger fares. The decision 
of the committee was influenced by a report of J. M. Mc- 
Elroy, the general manager. An experimental reduction of 
fares on certain routes during a period of three months 
showed a large increase in the number of passengers car- 
ried and a small increase in the total receipts, but a slight 
decrease in the average fare per passenger carried and the 
average receipts per car mile. wife (ene 
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News of Electric Railways 


Kansas City Receivers’ Report to the Court 


The receivers of the Metropolitan Street Railway, Kan- 
sas City, Mo., have filed a report with Judge William 
C. Hook in the United States Court at Kansas City, Mo., 
in which they review the recent progress of the company 
in part as follows: 

“On Jan. 2, 1912, an opinion was handed down by the 
court, suggesting to the receivers that they ascertain whether 
the cities were willing to enter into negotiations for a new 
franchise, and if so, whether they were authorized to act. 
Kansas City, Kan., has always expressed a willingness to 
negotiate, conceding that inasmuch as the larger portion 
of the property was in Kansas City, Mo., it was first neces- 
sary to make some arrangement with the latter, and that 
negotiations in Kansas should be suspended until some 
conclusion was reached in Missouri. Thereupon negotia- 
tions were begun with Kansas City, Mo., and continued 
without result during the administration of Mayor Brown. 
Upon change in the administration, negotiations were 
again opened with Mayor Jost. 

“On Feb. 15, 1913, Bion J. Arnold filed his report, fixing 
a valuation of $36,800,000, of which $35,000,000 represented 
the value of the Metropolitan Street Railway and Kansas 
City Elevated Railway, and $1,800,000 that of the Kansas 
City & Westport Belt Railway. This valuation subdivided 
consisted of $23,335,034 for the cost of reproducing the 
physical property less depreciation, and $13,491,541 rep- 
resenting intangible elements, such as going .concern and 
earning power, which are part of the actual value. 

“L. R. Ash, an expert, made a valuation for Kansas City, 
Mo., for so much of the property as was within that State. 
He has since estimated the value of the entire property, 
tangible and intangible, at not less than $32,000,000, of 
which the depreciated cost of reconstruction is $22,000,000, 
and the intangible elements $10,000,000. However, the 
basis upon which this estimate proceeds is deemed to be 
clearly erroneous, because in calculating the present value 
of future earnings, there is charged interest at 6% per 
cent on an assumed indebtedness of $28,700,000. The dif- 
ference between the experts, as to the cost of reproducing 
the physical property, less depreciation, is $1,335,034. It 
would appear that the properties, at their lowest valuation, 
ought not to be estimated at a vaiue of less than $35,000,000. 

“There have been repeated meetings between the re- 
ceivers and Mayor Jost and his advisers, and so far it has 
been impossible to reach an agreement. Finally, how- 
ever, both sides conceded that the basis upon which a new 
contract should rest should be this: There should be an 
agreed capital value, to which should be added from time 
to time all expenditures for new capital. Upon this cap- 
ital value there should be a fixed cumulative interest re- 
turn. The city should have reserved the right to pur- 
chase and acquire the property when half the capital 
had been paid, subject to an indebtedness for the other 
half. Under any such plan the city should have a sub- 
stantial voice in the management of the property. 

“In the meantime there matured, upon May 1 and May 
15, 1913, street railway bonds aggregating $12,242,000 and 
bondholders are demanding their money. It, therefore, 
has become necessary to make some kind of a contract, 
even if there should be a substantial loss in value. Bearing 
this in view and recognizing the claims of the city as to 


a lesser value, the receivers finally submitted two alterna-’ 


tive propositions for a settlement, upon the basis of a 
5-cent fare. 

“The opinion of the receivers is that the $30,000,000 
valuation and the rate of interest to be received thereon 
are too low. The receivers think the city has recognized 
this to some extent. To ameliorate this situation, the 
first alternative proceeds upon the idea that the right to 
such higher rate and valuation is to be cared for by the 
right of immediate participation, thus making this wholly 
contingent. The second alternative fixes the present val- 
uation of this contingency, lowering the rate of interest 
and adding to capital the sum of $5,000,000, 

“Mayor Jost, however, rejected both suggestions, and 


presented a substitute. The receivers are not agreed as 
to whether an adjustment should be made upon the basis 
so suggested by the Mayor, in view of the fact that the 
right of participation is deferred. Many of the stock- 
holders think the Mayor’s plan is destructive of their in- 
terests. Many of the bondholders have expressed a deter- 
mination that under no plan will they exchange their secur- 
ities, but that any plan must provide for the actual pay- 
ment. of their claims in cash. In view of the situation, the 
matter is submitted to the court for its information and 
for such other and further orders as may be deemed 
proper.” 

The foilowing statement was made recently by Judge 
Hook after .istening for more than two hours to the pres- 
entation of statements in regard to the details of the 
negotiations between the receivers of the Metropolitan 
Street Railway and Mayor Jost for an extension of the 
franchises of the company: 

“T am inclined to favor the Mayor’s position. I will con- 
sider the matter further so as to make sure in my own 
mind. Then I shall write to Mayor.Jost, the Mayor of 
Kansas City, Kan., and the receivers.” 

On opening the proceedings Judge Hook said that he 
wanted it understood that he did not propose to interfere 
with the powers of the two cities to make their own con- 
tracts with the company, and that he would not do more 
than assist in solving some of the fundamental points 
involved. 


Proposed Detroit Ordinance. 


As stated briefly in the Exrectric RAmLwAy JouRNAL of 
June 28, 1913, Mayor Oscar B. Marx of Detroit, Mich., 
presented a draft of his proposed street railway ordinance 
to the Common Council on the evening of June 24 and it 
was referred to the franchise committee. The ordinance 
provides for straight 3-cent fare, universal transfers, ex- 
tensions, payment of alleged back taxes and rentals, ulti- 
mate acquisition of the lines by the city, etc. Under the 
conditions laid down, the ordinance need not be submitted 
to a vote of the people, but Mayor Marx stated that he 
would not oppose this step. After the company has agreed 
to seil the property to the city, the question of paying 
the price which has been fixed will be submitted to a vote 
of the people. If a purchase price cannot be agreed upon, 
Mayor Marx expects to resort to condemnation proceed- 
ings. An abstract of the ordinance, omitting two of the 
sections, follows: . 

“Section 1. Said company shall upon the terms herein- 
after set forth from day to day only, and at the city’s will 
solely, operate on the streets where its franchises have 
expired or upon streets where it may build additional 
lines. 

“Section 2. The fare for a single ride over any route 
in Detroit shall be 3 cents or a ticket which the railway 
shall sell on its cars in strips of packages of five tickets 
for 15 cents throughout the twenty-four hours of the day. 
A passenger upon the presentation of a fare may demand 
a non-transferable transfer slip good for a continuous ride 
over any other route. The company may adopt rules so 
that no transfer shall entitle a passenger to a return trip. 
The 3-cent fare shall apply to Palmer Park. 

“Section 3. The company shall build or construct the 
foundations and maintain the same underneath its track, 
subject to the approval of the commissioner of public 
works, and shall pave between the tracks and for a dis- 
tance of 12 in. from the outer rails of said tracks, and 
keep the same in repair with such material as shall be 
specified by the commissioner of the department of public 
works. 

“Section 4. The railway shall.in 1913 on streets to be 
designated by the Common Council construct, maintain 
and operate a crosstown line in the western part of the 
city on or near Junction Avenue and a line between Bagg and 
High Streets. The company shall construct, maintain and ope- 
rate such lines of railway on other streets and such extensions 
as the Common Council shall on a two-thirds vote thereof 
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demand, provided the demand in miles shall not beyond 
the above named extensions exceed an average of 5 per 
cent per annum of the then and thereafter existing city 
street railway system excluding curves and switches. If 
the company fails to build such extensions within the 
time specified the city may build the same, and the com- 
pany agree to operate thereon and pay the city a reason- 
able rental for the use of the extensions. For the recov- 
ery of such reasonable rentals in case the parties are not 
able to agree thereon suit may be instituted by the city 
in the Wayne Circuit Court. In the construction of lines 
and extensions the city shall appoint agents to supervise 
the work of construction and purchases of materials, and 
to audit all accounts and expenditures for materials and 
labor, and have the right to inspect and audit the books 
and accounts of the railway in connection with the cost 
of such works. 

“Section 5. No permanent or continuous rights are given 
to the railway, but in case the city shall hereafter not elect 
to purchase and shall order the removal of the railway 
from the streets where franchises have expired or where no 
term franchises have been given, the city agrees that rea- 
sonable compensation shall be made for such new construc- 
tion or extensions as are herein provided for and shall 
hereafter be made upon the order of the city, such com- 
pensation to be fixed by the Wayne Circuit Court in 
chancery before or after the removal of the railway at 
the option and will of the city; but in fixing such com- 
_ pensation due regard shail be had and due allowance 
-made for depreciation and profits already received by the 
railway out or such extensions or new construction. Un- 
der no circumstances shall the construction of such cross- 
town lines or extension be construed or deemed to come 
under any existing or term franchise whatsoever, but only 
under this day to day arrangement. 

“Section 6. It is agreed that all the franchises and all 
the franchise rights heretofore granted by the city or any 
other municipality to the company, where the streets are 
within the limits of the city, shall be revocable at the will 
and upon the option of said city, provided such franchises 
shall not be revoked (unless they expire by limitation) 
‘until the city is prepared by law to.purchase and take 
over the said railway system as herein specified. 

“Section 7. The chief purpose of the city in passing 
this ordinance (in addition to lower fares) is to enable 
the city to own and operate its own street railway system. 
To that end the company agrees to sell to the city at the 
option of the city, to be exercised at any time within 

- after this ordinance takes effect, all the railway 
property, etc., constituting its system at a fair and reason- 
able price. In case the company shall fail or neglect or 
refuse to sell said property at the option and on demand 
of the city, the sale may be specifically enforced in the 
Circuit Court for the County of Wayne, in chancery, in 
which the court may fix and establish the fair and reason- 
able price to be paid for said property and shall enforce 
the transfer and conveyance of said property free and 
clear as the court may determine. Before such option 
shall be exercised by the city, a referendum to the people 
as to the plan of purchase shall be taken on submission 
by the Common Council. This provision shall not be 
construed to bar the city from taking condemnation 
proceedings to acquire the street railway system or to take 
other steps to municipal ownership if it so elect. 

“Section 8. The right is hereby reserved to the Com- 
mon Council to make by ordinances such rules as may 
be deemed necessary in running cars. 

“Section 9. All differences between the company and 
its employees shall be settled by arbitration, wherein the 
said railway selects one arbitrator, the employees another 
arbitrator, which two arbitrators shall choose a third ar- 
bitrator, and upon the failure of said two arbitrators to 
select a third, the Mayor of the city shall appoint such 
third member of said board of arbitrators. 

“Section 10. As a condition precedent to this ordinance 
going into operation, it is hereby provided that the com- 
pany shall pay to the treasurer of the city $200 per day 
from July 24, 1910, up to and including the date when this 
shall become effective for rights and privileges exercised 
_ by it in the streets of Detroit heretofore without the con- 
‘sent of the city of Detroit, and also the city taxes on 
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the property of the Detroit railway for the years 1910, 1911 
and 1912, as shown by the books in the city treasurer’s 
office. 

“Section 12, This ordinance shall not affect the liability 
of company and its property for future taxes, including all 
city, State and county taxes assessed during 1913. 

“Section 13. All ordinances or parts of ordinances or 
resolutions contravening the provisions of this ordinance 
are hereby repealed and revoked. 5 

“Section 15. This ordinance shall take effect five days 
after written acceptance thereof shall be filed by the com- 
pany with the city clerk. And while this ordinance shall 
be in force, the enforcement of the decree in the case of 
the City of Detroit against the Detroit United Railway, 
No. 37,446, in the Circuit Court of the County of Wayne, 
in chancery, known as the Fort Street rental case, shall be 
suspended.” 

In a message which accompanied the ordinance, the 
Mayor said in part: 

“In the preparation of this ordinance, extreme care has 
been exercised to guard against the insertion of language 
that might grant a new lease of life to the company or 
in any way impede the city’s progress toward municipal 
ownership. I am firmly convinced that a just rate of fare, 
extensions necessary for the welfare of the city or com- 
fortable and adequate service will never be obtained until 
the city owns and operates the system. Instead of re- 
tarding the progress of municipal ownership I believe the 
ordinance will hasten the day when the city will be pos- 
sessor of the street railway property. 

“The city, not the company, is the one to dictate on 
what terms the company shall occupy our streets, and I 
recommend, in case the company refuses to accept the 
terms of this ordinance with what changes your honorable 
body may deem zdvisable, that it shall be ordered from 
our streets.” 

At the regular monthly meeting of the board of direc- 
tors of the Detroit United Railway, held on June 25, the 
ordinance presented to the Common Council by Mayor 
Marx was discussed, but no statement was made public 
as to what transpired at the meeting. 

It is probable that the demand of the motormen and 
conductors for an increase in wages will be submitted to 
arbitration. The present scale is 25 cents for the first six 
months, 28 cents for the next five years and 30 cents there- 
after. The men ask for 28 cents, 30 cents and 35 cents 
respectively, and also request that the time they shall be 
on call be reduced from thirteen hours to twelve hours. 
They further stipulate that they shall not work less than 
eight hours nor more than ten hours. 

The Michigan Supreme Court has adjourned until Octo- 
ber. The adjournment has the practical effect of delaying 
further steps toward municipal ownership until fall. When 
the Circuit Court declared illegal the $250,000 appropriation 
for a motor bus line, the street railway commission was left 
dependent on its power to issue bonds for funds to proceed 
under the charter. 


Rapid Transit Matters Acted Upon by the Massachusetts 
Legislature 


The work of the Legislature of Massachusetts has been 
followed from week to week in the Erecrric Ramway Jour- 
NAL since the opening of the session ‘of 1913 in January, 
and the progress of the various measures through the 
houses has been noted. A feature of the work of the ses- 
sion was the passage of measures in regard to rapid transit 
in the Boston metropolitan district. Nothing has accom- 
plished in regard to the electrification of the steam lines 
out of Boston, but a number of other measures were passed 
of considerable interest. One of the acts passed provides 
for the construction of a double-tracked subway in place of 
the authorized elevated railway contemplated for Malden 
and Everett, with a bridge and rapid transit connection 
between the Mystic River and Sullivan Square terminal 
station, 

Another act provides for the removal of the existing ele- 
vated structure in Charlestown and the construction by the 
Boston Transit Commission of a subway for tunnel trains 
between the northerly end of the Washington Street tun- 
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nel, or City Square, Charlestown, and Sullivan Square. 
Upon acceptance of the act by the Boston Elevated Railway 
the subway is to be built upon the proceeds of bonds of 
not more than 4 per cent interest or fifty years’ term, and 
a rental of 4% per cent upon the net cost is to be paid by 
the leasing company. The existing elevated structure is 
to be removed as a part of the cost of the subway. In the 
case of the Everett-Malden subway, a provision is inserted 
for purchase by each city of that portion of the line within 
its boundaries, at any time after twenty years from open- 
ing, or before, on agreement with the railway, as in the 
case of the present Cambridge subway. 

The Boston Transit Commission is ordered in another act 
to investigate the cost of locating the easterly terminus of 
the Boylston Street subway at Post Office Square instead 
of at Park Street, with detailed route recommendations to 
the next Legislature. The act provides for the temporary 
connection of the subway with the existing Tremont Street 
subway in a new incline near the Public Garden. 

An act was passed designed to eliminate the penny toll 
collected by the city of Boston through the Boston Elevated 
Railway from each passenger in the East Boston tunnel, 
with a referendum to the voters at the next city election. 
The act provides that the city may appropriate from the 
tax levy annually until June 10, 1922, the sum of $125,000 
to be added to the rental received from the railway com- 
pany, provided that the holders of the bonds issued to pay 
for the construction of the tunnel consent to a waiver of 
the pledge expressed on their face to the effect that the 
whole amount of tolls collected from passengers through 
the tunnel shall be used to meet the principal and interest 
of the bonds. 

A resolve was also passed directing the Boston Transit 
Commission to estimate the cost of constructing a double- 
tracked tunnel under Boston Harbor for the use of electric 
railway cars operating on the Boston-Chelsea route, with a 
recommendation as to terminating on the Boston end at 
Haymarket Square or Scollay Square. The commission is 
to report to the next Legislature. A resolve also orders 
the commission to report upon the cost of removing the 
existing elevated structure from Washington Street, Bos- 
ton, between the southerly end of the Washington Street 
tunnel and Dudley Street and to hand its findings to the 
next Legislature. Another report is required by the com- 
mission to the next General Court upon the advisability of 
connecting the Dorchester tunnel authorized by the acts of 
I9I1I with the South Station. The commission and the Rail- 
road Commission, sitting as a joint board, are required to 
investigate the service rendered by the Boston Elevated 
Railway and the Bay State Street Railway in the Boston 
metropolitan district and to report their recommendations, 
if any, to the next Legislature. 

Acts were also passed authorizing the construction of the 
Boston & Western Electric Railroad, and extending the 
time for the compliance of the Boston & Eastern Electric 
Railroad and the Boston & Providence Electric Railroad 
with the statutes under which they were organized. 


The Roanoke Strike 


In commenting editorially in its issue of June 27 on the 
strike of the employees of the Roanoke Railway & Electric 
Company, Roanoke, Va., and its lessons the Roanoke Times 
said in part: 

“Probably the departure of Organizer Colgan marks the 
end of the street railway strike in Roanoke. There is rea- 
son to believe that some of the most loyal of the strikers, 
after standing out fifty-seven days, have offered to return to 
work. We may regard the strike as ended and engage in 
some moralizing and thought over it. In the first place, the 
strike and its management and pretext were wrong. The 
one possible pretext was the discrimination in punishment 
between union and non-union employees offending against 
rules of discipline understood by everybody to be neces- 
sary for the conduct of every public service corporation or 
any concern dealing with the public. Everybody knows 
that certain standards of discipline must be maintained and 
that somebody must be the final and deciding judge. In 
matters of law and property rights we go before a judge 
or jury or both. When we accept employment with a cor- 
poration or person, we accept the rules and make ourselves 
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subject to somebody’s decision. It is entirely right that we 
organize to protect ourselves against oppression, over- 
work, under-wages or manifest injustice. Making trivial 
points on doubtful issues is a different thing. 

“The average union man does not attend a meeting of 
his union once in three months. He leaves a few pro- 
fessional union men to run the meetings. Half the time 
when he attends he is so afraid of being accused of being 
weak-kneed or of lacking backbone—two sins the average 
American man most earnestly hates and the two taunts he 
most bitterly fears—that he sits silent or votes with the 
man his sense tells him is talking flub-dub and hot air, 
just because he is afraid of being called a coward.” 


Subway Plans in Chicago 


Mayor Harrison of Chicago sent to the City Council on 
June 30 the drafts of two subway ordinances which he 
wants to submit to the people for vote in April, 1914. He 
also sent a special message on the subject. One of the 
proposed ordinances relates to the subway in the central 
business district for the elevated lines and the other pro- 
vides for an independent system of subways throughout the 
city, to be built by private capital and operated withour 
reference to existing transportation lines. 

The two ordinances and the message of Mayor Harrison 


were referred to the local transportation committee. 
Mayor Harrison said in part in his statement to the 
Council: 


“There is serious and continuing criticism on the part 
of the public of the failure of the City Council and the 
administration to proceed constructively toward developing 
a policy of rapid transportation which may be made effec- 
tive at an early date aud thus bring relief to the public, 
now subjected to intolerable delays, inconveniences and 
discomforts because of the outgrown transportation facili- 
ties of the community.” 

The ordinance relating to the general system of subways 
outlines the routes recommended by the Harbor and Subway 
Commission. It provides for a board of control with juris- 
diction over physical and financial matters. An amortiza- 
tion fund is to be created to amortize the entire capitaliza- 
tion during the life of the grant, or the city may acquire 
the system at any time on payment of the fair value. 

Mayor Harrison proposed that bids be requested from 
private corporations and that the decision on the question 
of development by means of an independent subway or 
by a terminal subway for the elevated lines be left to the 
voters. 

The committee on local transportation failed to reach 
a conclusion on the proposed terminal subway ordinances 
for the elevated lines which it has had under consideration 
in time to make a report to the City Council on June 30. 
In their negotiations with the sub-committee the elevated 
companies agreed to pay the city an average of 5 per cent 
on the actual cost of construction on a downtown subway 
for a period of twenty years, provided the cost should not. 
exceed $17,000,000, The scale of compensation offered was 
as follows: 1 per cent for the first five years; 2 per cent 
for the next two years; 3 per cent for the next two years; 
5 per cent for the next two years; 7% per cent for the next 
three years; 8% per cent for the next three years, and ¢ 
per cent for the last three years. If any arrangement is 
made to continue the lease until 1944, when the last of the 
present ordinances expires, the companies will pay 5 per 
cent for the remaining years. 

The offer of the companies is based on the removal of . 
the union loop, provided that change is ordered by the city, 
as soon as the terminal subway is ready for operation. 


Conference on Standards in Indiana 


The Public Service Commission of Indiana has instituted 


‘a series of important conferences with experts in the 


lines of the various public utilities which exist in Indiana, 
to obtain information on which to establish a set of stand- 
ards of quality of service of these companies. The first 
of this series of conferences was held on June 25, 1913, and 
related to gas. Three scientists, R. S. McBride, assistant — 
chemist of the Bureau of Standards, Washington, D. C.; 
Prof. FE. C. Mathers, of Indiana University, and Prof. John 
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~ lowance. 
_ affective under the direction of the board of arbitration, 
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White of Rose Polytechnic Institute, Terre Haute, Ind.,there has been an operating overdraft of $29,000. 


were present, and explained to the Public Service Com- 
mission the technical and scientific side of the gas ques- 
tion. Similar conferences will be held in regard to street 
railway, interurban railways, express companies, electricity, 
water, telephone, telegraph and heating. The dates for 
these conferences have not yet been fixed by the com- 
mission. 

It is explained by the commission that whenever a com- 
plaint is made to it—that the service furnished by any 
utility is inadequate, that the quality of the product which 
it serves is poor—the commission will send an inspector 
to make an investigation as to the justness of the charges 
made against the company. In order that the inspectors 
may have a basis on which to work the commission pro- 
poses to establish a set of standards of service which the 
public service corporations will be required to meet. 


List of Questions Sent to Indiana Companies by Com- 
: mission 


The Public Service Commission of Indiana has asked the 
companies which come under its jurisdiction to answer 
the following list of questions before July 18, 1913: 

What is the exact name of the utility? If a corporation, 
give the name and address of each officer of the corpora- 
tion, including its board of directors. 

To whom and what address should mail be sent when 
intended for such utility? 

What is the actual value of all property of such utility? 

State the amount of stocks issued by said utility and now 
outstanding. 

If the utility is bonded, state for what amount; when 
such bonds were issued; when they mature and what rate 
of interest such bonds bear. 

What is the actual value of all property of such utility 
which property is in the State of Indiana and is used and 
useful for the convenience of the public? 

In the answer you make to the last question, how much 
have you estimated for “going value’? 

For what amount was the property of such utility as- 
sessed for taxation in the year 1912? 

In the production of what service or product is such 
utility engaged? 

Is such utility engaged in the production of any by- 
product? If so, what? 

What was the gross revenue of such utility in the year 
1912, or the last fiscal year of such utility? 

What were the operating expenses of such utility during 
the period mentioned in the last question? 

Have you established a depreciation fund for such util- 
ity? 

If so, what per cent do you set aside for such fund? 

If you have established no depreciation fund, what per 
cent of the fair value of the property of such utility used 
and useful for the convenience of the public do you think 
ought to be set aside for a depreciation fund? 

What was the net income or “deficit” of such utility for 
its last fiscal year? 

What is the date of the franchise under which you are 
operating and for what number of years was it granted? 

If your franchise fixes any rate or rates which you may 
charge for the service or product produced by such utility, 
give the particulars thereof in full. ; 

What was the total production of such utility for its last 
fiscal year? 

What was the cost per unit of service for the production 
for the last fiscal year of such utility? 

What amount does such utility pay its officers in salaries? 
- State the amount received by each officer as salary. 


The Cleveland Operating Fund for May. 


It was shown at the regular monthly meeting of the 


. board of directors of the Cleveland (Ohio) Railway on 


June 28 that $245.35 remained in the operating fund for 
May under the new allowance of 12.1 cents per car mile. 
This is the first time in the last eighteen months that the 
company has been able to operate the road within the al- 
Since March 1, when the new allowance became 
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In a 
letter which the directors decided to send to the City 
Council, the company will say that it hopes to make 
up this deficit, but that the Council will be informed of 
the fact if this is impossible. The May report, however, 
showed a maintenance overdraft of $61,586. While the 
book surplus was shown to be $46,029, the large amount 
of money spent for repairs during the month caused an 
actual deficit of $15,311. The directors have decided to 
sell the $189,000 of stock held by Horace E. Andrews as 
trustee and use the funds for improvements. This will 
dispose of one of the questions that were before the board 
of arbitration. 

In an interview Mayor Baker said that the city would 
assume the ownership of the property just as soon as the 
company refused to abide by the award or desired to sell 
the property. 

Although the award of the arbitrators did not make it 
impossible for the company to create necessary deficits 
in the allowances, the management has a difficult problem 
on its hands. The public expects good service, but- the 
city has placed a rigid limitation upon the amount that 
may be expended to furnish the service. The company can 
go no further in the direction of good service than its 
funds will allow and the service will depend upon the 
attitude of the administration and not upon the company 
or its officials. 

Henry J. Davies, secretary of the Cleveland Railway, 
and Frank J. Kilfoyl, auditor, appeared before the State 
Tax Commission on June 27 and argued against a tax value 
of $22,000,000 which has been fixed on the property. They 
asserted that the commission should adhere to the val- 
uation placed upon the property by the appraisers when 
the Tayler franchise was drawn. While additional money 
has been put into the property, it was largely for the pur- 
pose of keeping it up to the standard fixed at that time. The 
company paid taxes on a value of $19,854,850 last year. 


Rapid Transit Construction Progress in New York 


Counting in the Steinway tunnel, title for which will soon 
be transferred to the city for a consideration of $3,000,000, 
and the contract for Section No. 4 of the Broadway subway, 
which will probably be awarded soon at a figure between 
$2,500,000 and $3,000,000, the city of New York will have 
under construction shortly new subway and elevated lines 
for the dual system of rapid transit to cost upward of 
$81,000,000. The report of the division engineers of the 
Public Service Commission for the First. District for the 
month ended June 15, 1913, shows that this work covers 
about 27 miles of new rapid transit railroad with probably 
nearly 100 miles of single track, as almost all of the work 
now under way is four-track construction. 

Of the total mileage under construction about 21 miles 
are underground and 6 miles elevated railroad. About 9 
miles of subway and all of the elevated railroad is for oper- 
ation by the Interborough Rapid Transit Company, and 
about 12 miles, all subway, for operation by the New York 
Municipal Railway Corporation (Brooklyn Rapid Transit). 
The Interborough Company work includes nearly 6 miles 
of subway on the Lexington Avenue line between Fifty- 
third Street and 157th Street, four tracks from Fifty-third 
to 135th Street, just north of the Harlem River, and three 
tracks from that point to 157th Street; about 1% miles of 
three-track subway in 138ih Street and Southern Boulevard 
on the Pelham Bay Park branch of the Lexington Avenue 
line between Alexander Avenue and 147th Street; about 6 
miles of elevated railroad on the Queens rapid transit lines, 
of which the line to Astoria takes about 2 miles and the 
line to Corona about 4 miles, and about 1% miles of subway 
in the Steinway Tunnel between Park Avenue and Forty- 
second Street, Manhattan, and Jackson Avenue and Van 
Alst Avenue, in Long Island City, all two-track construc- 
tion. While the Queens lines are being built for operation 
by the Interborough Rapid Transit Company, the Brook- 
lyn company also will have trackage rights over them. 

The 12 miles under construction for operation by the New 
York Municipal Railway Corporation include 4 miles of 
four and six-track subway on the Fourth Avenue line, run- 
ning from the Brooklyn end of the Manhattan Bridge 
through Flatbush Avenue Extension, Fulton Street, Ashland 
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Place and Fourth Avenue to Forty-third Street; 21%4 miles 
of subway on extensions of the Fourth Avenue line be- 
tween Forty-third and Eighty-ninth Streets, which will be 
four-tracked from Forty-third to Sixty-fifth Street and two- 
tracked from Sixty-fifth. to Eighty-ninth Street. The first 
part of the work, namely, from the Manhattan Bridge to 
Forty-third Street, is about completed, and the extension 
from Forty-third to Eighty-ninth Street should be com- 
pleted by a year from next January. The Brooklyn work 
also includes about 1% miles of four-track subway in the 
Centre Street Loop line, running from the Brooklyn Bridge 
to the Williamsburg Bridge, with a two-track spur to the 
Manhattan Bridge, now completed and about ready for 
temporary operation; also a little more than 2 miles of sub- 
way on the Broadway line in Manhattan, running from 
Trinity Place and Morris Street north through Trinity 
Place and Church Street and thence through Vesey Street 
and Broadway as far as Fourteenth Street, four tracks 
north of Park Place and two tracks south of there. 

The work is being done by fourteen different contracting 
firms, who employed during the month a daily average of 
about 6400 men. 

The commission opened bids on June 24 for the con- 
struction of Section No. 4 of the Broadway subway in Man- 
hattan. This section lies in Broadway between Bleecker 
Street and Fourteenth Street. It will embrace a local sta- 
tion at Eighth Street and half of the express station at 
Union Square. Eleven bids were received, ranging from 
about $2,600,000 to $3,300,000. The commission has not yet 
awarded the contract. 


Illinois Utility Bill Signed 


Governor Dunne of Illinois has signed the public utili- 
ties bill, Under the provisions of the bill any city can 
construct, acquire and operate any public utility within 
its borders, use the product or service of utilities, or sell 
them to private citizens or corporations. “Public utility” 
means and includes any plant, equipment or property, and 
any franchise, license or permit used or to be used for or in 
connection with the transportation of persons or prop- 
erty or messages or the production, storage, transmission, 
sales, délivery or furnishing of cold, heat, light and power, 
the conveyance of oil and gas by pipe line, or the storage 
or warehousing of goods, or wharfing. 


To Abolish Commerce Court.—The House rules com- 
mittee agreed on June 27 on a rule by which the deficiency 
appropriation bill, to be reported early in July, will carry 
a specific provision to abolish the Commerce Court and vest 
its jurisdiction in the United States District Courts. 


Terms of Purchase of Toronto Companies Submitted.— 
The terms of purchase of the property of the Toronto Rail- 
way and the Toronto Electric Light Company have been 
given to the Mayor of Toronto by Sir William MacKenzie, 
president of the companies, but are not yet public. 


Ornamenting Trolley Poles in Chicago.—The Chicago As- 
sociation of Commerce, through its committee on down- 
town streets, has undertaken the adornment of the streets 
in the Loop and has utilized trolley poles in carrying out its 
plan. It is proposed to make these poles a means of beauti- 
fying the city by hanging gardens from them. A pole at 
South State Street and Jackson Boulevard is the first one to 
be used in the beautification plan. 


Merchants’ Association of New York Opposed to New 
York Central Re-location—The plan proposed by a com- 
mittee of the Board of Estimate and Apportionment of 
New York City for the re-location of the tracks of the New 
York Central & Hudson River Railroad on the west side 
of Manhattan has been disapproved by the special com- 
mittee appointed by the Merchants’ Association of New 
York to consider the proposals. 


Electrification of Spanish Road Proposed.—The Valencia 
Economic Tramway & Railroad Company, Valencia, Spain, 
is preparing to change the motive power from steam to 
electricity on its 12-mile narrow-gage line from Valencia 
to Betera. The contract to be awarded will probably em- 
brace car equipment, line material, electrical supplies and 
such auxiliary power equipment as may be required in 
connection with purchased power. 


\ 


[Vot. XLII, No. 1. 


Pennsylvania Full Crew Law Valid.—The Supreme Court 
of Pennsylvania in an opinion by Justice Brown affirms the 
decision of the Dauphin County Court upholding the con- 
stitutionality of the act of June 19, 1911, known as the full 
crew law. The law is similar to those of Arkansas and In- 
diana which have been passed upon by the United States 
Supreme Court. It requires an extra brakeman on all pas- 
senger trains of more than three cars and on all freight 
trains with more than thirty cars. 

Iowa Interurban Roads Report for 1912.—The fourteen 
interurban electric railways in lowa which reported their 
earnings to the State for 1912, showed gross revenue of 
$2,255,163, as compared with $1,991,331 the year before. 
Expenses were $1,486,503, and a year previous, $1,409,764. 
The net profits aggregated $768,650, while for the year 
1911 the profits totaled $581,567. Only one road, the 
Charles City Western Railway, reported net loss on busi- 
ness, and this was $1,111. 


Power Contracts of the Utah Securities Corporation.— 
The properties acquired by the Utah Securities Corporation 
have been merged into the Utah Power & Light Company. 
The territory served covers southeastern Idaho, northern 
Utah and a section of western Colorado. The company 
has closed long-term contracts with many of the large 
power consumers in the territory, including the Utah Cop- 
per Company, Salt Lake & Ogden Railway and the Utah 
Light & Railway Company. By the end of 1914 the in- 
stalled capacity of the Utah Power & Light Company will : 
probably be 131,000 hp. 

Governor Eberhart on Utility Commission Appoint- 
ments.—In his first public expression in regard to 
public utility regulation since he sent his veto message to 
the Legislature on the Nolan and Minnette bills Governor 
f£berhart of Minnesota said at Austin on June 18: “Minne- 
sota had a railroad commission, a board of control, a tax 
commission and a highway commission long before Wis- 
consin did. If Minnesota cannot find as good men at 
home as the Wisconsin commissioners, it can go abroad 
and get them. If I appoint unworthy. men, I should be 
one of the first to be recalled.” | 

Amendments to Erdman Act Approved by Senate.— 
The Senate on June 26 approved the passage of amend- 
ments to the Erdman mediation act, sought by the rail- 
ways and the railway employees, as affording suitable 
machinery’ for the settlement of disagreements. The 
amendments enlarge the board of arbitration provided 
under the Erdman act from three to six. The railways 
have declined to submit the present disputes to a board 
of only three. The appointment by the President of an 
official mediator, independent of all government bureaus, 
at a salary of $7,500, is also provided for. 

Projected Subway for Genoa.—The Superior Council of 
Public Works of Italy has approved the project for a 6 1-3 
mile subway for Genoa from Sampierdarena to Genoa, and 
thence to Quarto dei Mille along thé coast. Estimates 
of cost of the work and materials have not been definitely 
adopted, but the original estimate contemplated expending 
at least $3,667,000, which will no doubt be increased. The 
subway will have fourteen stations, four above and ten 
underground, three of these latter having two or three 
passenger elevators each. Continuous current, third-rail 
electric traction, will be used. About twenty-two cars with 
motors and twenty-two trail cars will be required. 

Referendum Petition on Maine Utility Act—More than 
10,000 names have been secured asking for a referendum 
on the Maine public utilities act, which is to go into effect 
on July 12. Opposition to the act developed soon after 
the Legislature adjourned. One of the principal grievances 
of those who oppose the measure is that Governor Haines 
appointed three lawyers to the board, instead of at least 
one engineer. It is said that the petition for the referen- 
dum will be filed with the Secretary of State on July 12, 
the day that the Governor and Council meet to arrange to 
put the act into effect. If the petition is presented the 
next legal step will be for the Governor to name a date for 
a special election to decide on the matter, which cannot 
be sooner than four months after the notification, or No- 
vember. A digest of the provisions of the new act was 
published in the Execrric Ramway Journat of April 12, 
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Financial and Corporate 


Stock and Money Markets 


Niven Ors: 

Summer dullness prevailed in the New York Stock Ex- 
change to-day, business being marked by listlessness. 
Many important variations in prices took place, however, 
and the closing figures ranged materially above the final 
figures of the day. before. Most importance was attached 
to Union Pacific tradings, and other active railroad issues 
followed the declines and advances in this. Rates on the 
money market to-day were: Call, 134@2 per cent; sixty 
days, 344@3™% per cent; ninety days, 334@4%4 per cent; 
four months, 44%@5 per cent; five months, 434@s5% per 
Gent. . 

Influenced by New York, the Philadelphia market to-day 
was stronger. Philadelphia Electric was quoted at 214@ 
2152 and Rapid Transit 214@2134. 

Business was very small in the Chicago Stock Exchange 
to-day, but the tone was fairly steady. Bonds were dull 
the entire day. 

The tone in the Boston stock market to-day was strong, 
but the transactions were small. 

The stock market in Baltimore to-day was concerned 
mostly with small transactions. 

Quotations of traction and manufacturing securities as 
compared with last week follow: 


June 25 July 1 
Americn Brake Shoe & Foundry (common).......... 87% 90 
American Brake Shoe & Foundry (preferred)..... »/. 126% 126% 
American Cities Company (common).............0. 3634 33% 
American Cities Company (preferred)...........005. 69% 63 
American Light & Traction Company (common)...... *365 *365 
American Light & Traction Company (preferred).....*106 *106 
Amencans Railways. Company: vsjccius os.s s.0 2 cree e seis sere 38 38 
Aurora, Elgin & Chicago Railroad (common)........ 42 40 
Aurora, Elgin & Chicago Railroad (preferred)...... *82 83 
PS asbormes le aL eG eR ll Wai Vee sales ioiecs,c sys oveis. o aly love oysiereiee - 86% 84 
Boston Suburban Electric Companies (common)...... 7% 7% 
Boston Suburban Electric Companies (preferred)..... *66 *66 
Boston & Worcester Electric Companies (common).... a8 a8 
Boston & Worcester Electric Companies (preferred)... 42 42 
Brooklyn Rapid Transit: Company........0.00ces ecsns 87% 87 
Capital Traction Company, Washington............. 117 11534 
Chicago City Railway.......... Stic ris ercnwvena wis, ills 7s *1:50 *150 
Chicago Elevated Railways eae CS eter Sei *2414 *2414 
Chicago Elevated Railways (preferred).............. rao 275 
Chica Walwaysr picptg:, Cth. I ctcc scans ncen cece 100% *100 
GhicagomRatlways,ePteptye.,) Chin Qiisicci. cise alee ae elects 2234 24% 
Chicago! Railways, ptepte., ctf: 30.25 ences onside 63% 7% 
Chicago Railways, ptcptg., ctf. 4. 5 2% *23% 
Cincinnati Street Railway........... LR et ees *icse 106 110 
RO Lew laenClem le cul liye mitae rere reve: oiist~)aiceua veieve erst vlecereroce’e <i! ea; e-0.:6 10234 102% 
Cleveland, Southwestern & Columbus Ry. (common).. 6 *6 
Cleveland, Southwestern & Columbus Ry. (preferred). 29 *29 
Columbus Railway & Light Company..........ssee0e 18 18 
Columbus Railway (common)....... 6914 691% 
Columbus Railway (preferred)... 88 88 
Denver & Northwestern Railway. *107 *107 
Detroit United Railway......... 70% 70 
Generali Klectric) Compatty: .s.0o01. cee cisscestes 136% 135% 
Georgia Railway & Electric Company (common)... 11534 US 
Georgia Railway & Electric Company (preferred).. 8334 84 
Interborough Metropolitan Company (common)... 15% 15 
Interborough Metropolitan Company (preferred)...... 55% 55%4 
International Traction Company (common).......... 30 *30 
International Traction Company (preferred)........ 95 +95 
Kansas City Railway & Light Company (common).... 18 *18 
Kansas City Railway & Light Company (preferred).... 36 *36 
Lake Shore Electric Railway (common)............. 6 *6 
Lake Shore Electric Railway (1st preferred)........ 92 *92 
Lake Shore Electric Railway (2d preferred)........ 25 225 
Manhattan Railway .......... fobeo itinien Moe bab obecdc 127 125 
Massachusetts Electric Companies (common)......... 12% 13 
Massachusetts Electric Companies (preferred)........ 67 66 
Milwaukee Electric Railway & Light Co. (preferred).. 100 *100 
Norfolk Railway & Light Company...........+..+4-. PAS I 25 
North American Company ....--.-.++sesseeeeeeeeee 66 65 
Northern Ohio Light & Traction Company (common)., 80 80 
Northern Ohio Light & Traction Company (preferred). 105 105 
Philadelphia Company, Pittsburgh (common)......... 40% 40% 
Philadelphia Company, Pittsburgh (preferred)........ 39 39 
Philadelphia Rapid Transit Company..............-- 22% 21% 
Portland Railway, Light & Power Company.......... 62 *62 
Public (Service Corporation... vin. cise 2 ss «ee ceene es 111 110 
Third Avenue Railway, New York........sseeeeeees 31% 31% 
Toledo Railways & Light Company..... Naristilece sacs) cca 2 2 
Twin City Rapid Transit Co., Minneapolis (common).. 10234 102 ’ 
Union Traction Company of Indiana (common)...... 4% 4% 
Union Traction Company of Indiana (1st preferred)... 80 *80 
Union Traction Company of Indiana (2d preferred)... 30 *30 
United Rys. & Electric Company (Baltimore)........ 25% 26 
United Rys. Inv. Company (common).......... Heine URE, 19 
United Rys. Inv. Company (preferred)............+- 34 34 
Virginia Railway & Power Company (common)...... 56 52 
Virginia Railway & Power Company (preferred)...... 87% 87% 
Washington Ry. & Electric Company fenpae Pik: fo 90% 89% 
Washington Ry. & Electric Company (preferred)...... 88% 873% 
West End Street Railway, Boston (common)........ Al 71 
West End Street Railway, Boston (preferred)....... 87% 87 
Westinghouse Elec. & Mfg. Company.......+-...+4.- 59% 58% 
Westinghouse Elec. & Mfg. Company (Ist preferred). 106 105 


*Last sale. a Asked. 
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Questions and Answers Under Uniform System of Accounts 


Another series of tentative answers to questions raised in 
connection with the uniform system of accounts established 
by the Interstate Commerce Commission is published below. 
Agreement on these answers, as on those published in the 
issues of May 17, 1913, and June 7, 1913, has been reached 
by members of the committee on a standard classification 
of accounts of the American Electric Railway Accountants’ 
Association and representatives of the commission. As 
these answers have not yet received the formal approval of 
the commission, however, it should be understood that the 
decisions do not represent its final conclusions and that 
they are subject to such revision as may be thought proper 
before final promulgation in the accounting bulletins of the 
commission. 

Q. What account should be charged with the cost of 
new copper trolley wire stolen from the storehouse, but 
recovered after being cut into short lengths? 

A. The cost of the wire, less the value of scrap recov- 
ered, should be charged to Operating Expense Account No. 
89, “Store Expenses.” ae 

Q. What account should be charged with the cost of 
repairs and replacements of watchmen’s portable clocks 
used in a carhouse and the cost of paper dials used in 
them? 

A. The cost of repairs and replacements of such clocks 
should be included in Operating Expense Account No. 67, 
“Carhouse Expenses,” and the cost of the paper dials 
in account No. 84, “Stationery and Printing.” 

Q. To what account should be charged the amount as- 
sessed against an electric railway company for dredging a 
stream so as to drain towns and lands along said stream? 

A. Road and Equipment Account No. 2, “Right of Way.” 
(See case 161 of Accounting Bulletin No. 7.) 

Q. What account is chargeable with the amount of dona- 
tions to charitable organizations or institutions? 

A. Account No. 79, “Miscellaneous General Expenses,” 
in the classification of Operating Expenses. 

Q. What account should be charged with the cost of oil 
cans and such devices for use by employees of various de- 
partments? 

A. The cost of oil cans and such devices should be 
charged to Operating Expense Account No. 54, “Miscella- 
neous Power Plant Expenses”; No. 55, “Substation Ex- 
penses”; No. 67, “Carhouse Expenses”; No. 39, “Shop 
Expenses”; No. 24, “Miscellaneous Electric Line Expenses”; 
No. 63, “Miscellaneous Car-Service Expenses,” or No. 65, 
“Station Expenses,” according to the use for which they 
are intended. 

Q. What accounts should be charged with the first cost 
and the cost of repairs and renewals of trolley retrievers 
and catchers? 

A. The first cost should be charged to Road and Equip- 
ment Account No. 35, ‘Cars’; No. 36, “Locomotives,” or 
No. 38, “Other Rail Equipment,” according to the equip- 
ment fitted with the devices. The cost of repairs and re- 
newals should be charged to Operating Expense Account 
No. 32, “Passenger and Combination Cars”; No. 33, “Freight, 
Express and Mail Cars”; No. 34, “Locomotives,” or No. 35, 
“Service Cars.” 

Q. To what account should the cost of transformer oil 
for use in power stations or substations be charged? 

A. The first cost should be charged to Road and Equip- 
ment Account No. 30, ‘Power Plant Equipment,” if the 
oil is for use in a power plant, or to Account No. 31, “Sub- 
station Equipment,” if for use in a substation. The cost 
of renewals should.be charged to the corresponding main- 
tenance account in operating expenses. 

Q. What account should be charged with the cost of 
mowing lawns' about carhouses, power plants, substations 
or stations? 

A. Operating Expense Account No, 25, “Buildings and 
Structures,” unless the amounts involved are small and 
the work is done by employees of the company as in- 
cidental to their regular duties, in which case it will not 
be necessary to subdivide their time. 

Q. What account should be charged with the cost of 
flowers and shrubs and the labor of planting them about 
various buildings? 
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A, Operating Expense Account No. 25, “Buildings and 
Structures.” 

Q. To what account should a license fee paid in ac- 
cordance with the State law relating to inspection be 
charged? 

A. Operating Expense Account No. 79, “Miscellaneous 
General Expenses.” 

Q. To what account should be charged the cost of re- 
newals of lamp cord, sockets, lamps and switches used in 
carhouses, shops, power plants, substations and freight 
and passenger stations? 

A. Operating Expense Account No. 67, “Carhouse Ex- 
penses”; No. 30, “Shop Expenses”; No. 54, “Miscellaneous 
Power Plant Supplies and Expenses”; No. 55, “Substation 
Supplies and Expenses,” or No. 65, “Station Supplies and 
Expenses,” according to where the articles are used. 

Q. Is it proper to charge the various operating expense 
accounts for the transportation of employees of the differ- 
ent operating departments? 

A. No charge should be made against a company’s op- 
erating expenses on account of the free transportation over 
its own lines of men (on or off duty) employed in main- 
tenance or operation. (See case 201, Accounting Bulletin 


No. 7.) 


Decision in Chicago Consolidated Traction Case 


Chief Justice Harry Olson of the Municipal Court at 
Chicago has declared void and illegal the bond issue of 
$6,750,000 of the Chicago Consolidated Traction Company. 
These bonds were issued during the régime of Charles T. 
Yerkes in 18990, and while the suit involved only $149,000 
worth of them, the issue now outstanding is affected by the 
decision. The suit was brought by a New York committee 
composed of Rafael R. Govin, George W. Young and Archi- 
bald White against the Chicago Railways and was taken 
under advisement by Chief Justice Olson eighteen months 
ago. The bonds were issued in return for the stock of the 
eight underlying companies which formed the Consolidated 
Traction Company, so as to give Mr. Yerkes control of all 
the companies through voting their stock. This prevented 
the underlying companies from becoming competitors of 
the Union Traction Company. Justice Olson held it was 
contrary to the law and to public policy for a corporation to 
buy the stock of competing corporations for the purpose 
of acquiring a monopoly. An appeal will be taken by the 
committee of Consolidated bondholders. Aside from the 
$149,000 worth of bonds held by the Govin committee there 
are still $105,000 of bonds authorized, all of which are out- 
standing except $17,000 and $30,000 of which are in the 
hands of the Yerkes estate. The Chicago Railways bought 
all the rest, paying 30 cents on the dollar for about $4,450,- 
ooo held by the Yerkes estate. 

In commenting on the decision, W. W.-. Gurley, chief 
counsel for the Chicago Railways, said: 


“The management of the Chicago Railways is naturally ~ 


much pleased with Judge Olson’s decision. It sustains in 
full the contention always made in behalf of the company 
that it was in no wise liable for the debts or obligations of 
the Chicago Union Traction Company or the predecessor 
companies, beyond the extent specified in the modified plan 
of reorganization of Oct. 15, 1907. The decision means that 
the claims asserted against the company, which, if well 
founded, menaced its very existence, and which at all times 
depressed the market value of all its securities, have re- 
ceived their quietus. The counsel for the company is confi- 

- dent that no court will disturb the findings and conclu- 
sion of Judge Olson, and the management feels that it can 
devote its time and attention to the operation of the prop- 
erty for the benefit of the public and the participation cer- 
tificate holders, free from the continual apprehension of a 
calamitous court decision impairing their usefulness, if not 
ruining the property.” 


Buffalo, Lockport & Rochester Railway, Rochester, 
N. Y.—It is reported that the Buffalo, Lockport & Roches- 
ter Railway may be included in a merger with the Inter- 
national Railway and the Buffalo & Lake Erie Traction 
Company, the plan being to provide a through trunk line 
between Rochester, Buffalo and Erie. Clifford D. Beebe, 
president of the Buffalo, Lockport & Rochester Railway, 
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is quoted as follows in this connection: “There is nothing 
definite to the plans. In fact, no plans worthy of the name 
have been made.” 

Chicago (Ill.) Railways.—Back dividends due on the Chi- 
cago Railways Series I participation certificates on Aug. 1, 
1912, aggregated 24 per cent, dividends having been sus- 
pended since Aug. I, 1910. The company paid 6 per cent on 
Oct. I, 1912, 6 per cent on Feb. 1, 1913, and 6 per cent on 
March 15, 1913. The 6 per cent to be paid on July 1 will 
leave no accumulated dividends unpaid, but the payment of 
4 per cent on Aug. 1 will leave one-half of the full dividend 
of 8 per cent for this year unpaid. 


Cincinnati, Dayton & Toledo Traction Company, Hamil- 
ton, Ohio.—At the special meeting of stockholders of the 
Cincinnati, Dayton & Toledo Traction Company on June 
23, 1913, the lease of that company to the Ohio Electric 
Railway was modified in accordance with the recommen- 
dations of the board of directors, noted at length in the 
ELecrric RatLway JouRNAL of June 7, 1913, page 1038. The 
new agreement fixed the rent of the Cincinnati, Dayton 
& Toledo Traction Company at $266,500 a year for 1913 
and 1914, and thereafter it is increased at the rate of $10,- 
ooo a year, making the rental for 1912 and thereafter $366,- 
500 a year. Under the amended lease the common stock 
of the Cincinnati, Dayton & Toledo Traction Company, on 
which 2 per cent a year has been paid, will be reduced from 
$5,000,000 to $2,000,000 and no dividends will be paid on 
this stock until the year beginning July 1, 1915, when one- 
half of 1 per cent will be paid, and this will be increased 
each year until 1922, when 5 per cent will be paid. The 
preferred stock will be increased from $250,000 to $1,250,- 
ooo, the new stock to be sold from time to time to provide 
funds for betterments and extensions. The Ohio Electric 
Railway will provide the financing for maturing bonds 
and other obligations of the leased road. 


Eastern Texas Electric Company, Beaumont, Tex.—Stone 
& Webster, Boston, Mass., are offering for subscription at 
98% and interest $500,000 of three-year 6 per cent gold notes 
of the Eastern Téxas Electric Company, which owns all 
the stocks and bonds of the companies which do the entire 
electric light and power business at Port Arthur, Tex., and 
the company constructing an interurban electric railway be- 
tween Beaumont and Port Arthur, a distance of about 20 
miles. It is also about to acquire all the stock and $200,000 
of the $600,000 bonds of the Beaumont Traction Company, 
which does the entire electric railway business in Beau- 
mont. The notes are dated July 1, 1913, and are due July 
1, 1916. They are in the denominations of $500 and $1,000 
and are callable as a whole at 100 and accrued interest on 
thirty days’ notice. The interest is payable at the office of 
the State Street Trust Company, Boston, trustee of the 
issue. ; 

Hudson & Manhattan Railroad, New York, N. Y—The 
Public Service Commission of the First District of New 
York has approved the plan for the readjustment of the 
finances of the Hudson & Manhattan Railroad in accord- 
ance with the proposal made by the syndicate composed 
of Kuhn, Loeb & Company, Robert Fleming & Company 
and Harvey Fisk & Sons. References to the proposed re- 
financing were made in the Evecrric RAmWay JouRNAL of 
Jan. 18, March 1, May 17 and June 21, 1973. 


Indianapolis & Louisville Traction Company, Scottsburg, 
Ind.—The Indianapolis & Louisville Traction Company has 
elected new officers, as follows: John E. Greeley, Scotts- 
burg, Ind., president and general manager; Mark Storen, 
Scottsburg, vice-president; Earl S. Gwin, New Albany, 
treasurer, and Walter A. Gadient, New Albany, secretary; 
E. H. Jennings, James C. Chaplin and Jerome Hill, Pitts- 
burgh, Pa.; Samuel D. Miller, Indianapolis, Ind.; Mark 
Storen, Earl S. Gwin and John E. Greeley, directors. 


Loramie & Minster Electric Railroad, Minster, Ohio.— 
Julius Boesel, president of the First National Bank, Min- 
ster, and W. J. Sheriden, president of the Loramie Bank- 
ing Company, Loramie, have been appointed receivers of 
the Loramie & Minster Railroad, as a result of a suit on a 
note instituted by the First National Bank. The road was 
built in 1910 and the liabilities are placed at $50,000. It is 
said that the Western Ohio Railway may take over the 
line, which is a short one, 


P] 


JULY 5, 1913. 


Omaha, Lincoln & Beatrice Railway, Omaha, Neb.—The 
Nebraska State Railway Commission has modified its for: 
mer order so as to allow the Omaha, Lincoln & Beatrice 
Railway to issue $2,250,000 of bonds and $850,000 of stock 
upon the completion of its interurban line between Lincoln 
and Omaha. The Lincoln terminals of the company and 
the line eastward into Bethany Heights, a suburb, have 
been in operation for some time. The Northern Construc- 
tion Company, Detroit, Mich., is completing the line from 
Lincoln to Omaha. 


Nevada County Narrow-Gage Railroad, Grass Valley, 
Cal—The Nevada County Narrow-Gage Railroad has been 
authorized by the Railroad Commission of California to 
issue $500,000 of 5 per cent. bonds. The proceeds will be 
used to retire existing bonds and to standardize the present 
narrow-gage line from Colfax to Nevada City. 


Oakland, Antioch & Eastern Railway, Oakland, Cal.— 
The Oakland, Antioch & Eastern Railway has applied to 
the Railroad Commission of California for authority to 
issue $1,000,000 of 5 per cent bonds to provide funds to 
complete its road from Bay Point to Sacramento. 

Ohio Traction Company, Cincinnati, Ohio—The direc- 
tors of the Ohio Traction Company, at a meeting on June 
27, decided to pass the dividend on the common stock due 
on July 1, 1913. The last disbursement was made on April 
I, 1913, at the rate of 4 per cent for the year. The divi- 
dend was passed on account of the damage done to the 


property of the company by the recent floods. 


Philadelphia & West Chester Traction Company, Upper 
Darby, Pa.—John P. Crozier, Upland, Pa., has been elected 
a director of the Philadelphia & West Chester Traction 
Company to fill a vacancy in the board. 


South Bend & Logansport Traction Company, South 
Bend, Ind.—The property and franchises of the South Bend 
& Logansport Traction Company will be offered for sale by 
the receiver of the company at South Bend on July 5. The 
company was promoted originally in 1908 as the South Bend 
& Logansport Railway and offices were established in the 
American Trust Building, South Bend. It was proposed to 
obtain power from the Indiana & Michigan Electric Com- 
pany. 

United Railways & Electric Company, Baltimore, Md.— 
At the regular meeting of the directors of the United Rail- 
ways & Electric Company the payment of dividends on the 
stock of the company was changed from semi-annually to 
quarterly, a quarterly dividend of 1 per cent being declared 
on the common stock, payable on July 15 to stock of record 


of July 7. 


United Railways, St. Louis, Mo—The United Railways 
arranged to extend for ten years the $1,000,000 ,of 6 per 
cent bonds of the Compton Heights, Union Depot & Mer- 
chants’ Terminal Railroad due on July 1, 1913. 


Dividends Declared 


Athens Railway & Electric Company, Athens, Ga., quar- 
terly, 114 per cent, preferred. 

Bay State Street Railway, Boston, Mass., 3 per cent, first 
preferred. 

Boston (Mass.) Suburban Electric Companies, quarterly, 
$1, preferred. 

Cincinnati, Dayton & Toledo Traction Company, Hamil- 
ton, Ohio, 214 per cent, preferred. 

Cincinnati, Newport & Covington Light & Traction Com- 
pany, Covington, Ky., quarterly, 1% per cent, preferred; 
quarterly, 114 per cent, common. 

Citizens’ Traction Company, Oil City, Pa., $1, preferred. 

City Railway, Dayton, Ohio, quarterly, 1% per cent, pre- 


_ ferred; quarterly, 2 per cent, common. 


Columbus, Newark & Zanesville Electric Railway, New- 
ark, Ohio, quarterly, 114 per cent, preferred. 

Denver & Northwestern Railway, Denver, Col., quarterly, 
2 per cent. 

Holyoke (Mass.) Street Railway, 4 per cent. 

International Traction Company, Buffalo, N. Y., 2 per 
cent, preferred. 

Manchester Traction, Light & Power Company, Man- 
chester, N. H., quarterly, 2 per cent. 

Memphis (Tenn.) Street Railway, quarterly, 14 per cent, 
preferred. 
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Metropolitan West Side Elevated Railway, Chicago, IIl., 
14% per cent. 

Monongahela Valley Traction Company, Fairmont, W. 
Va., 1% per cent, common. 

Montreal (Que.) Tramways, 2% per cent. 

Nashville Railway & Light Company, Nashville, Tenn., 
quarterly, 114 per cent, preferred. 

Ottawa (Que.) Electric Railway, quarterly, 3 per cent. 

Public Service Investment Company, Boston, Mass., quar- 
terly, $1.50, preferred; $2, common, - 

Rome Railway & Light Company, Rome, Ga., quarterly, 
1% per cent. 

South Side Elevated Railroad, Chicago, Ill., 1%4 per cent. 

Springfield & Xenia Railway, Springfield, Ohio, quarterly, 
14 per cent, preferred. 

Thirteenth & Fifteenth Streets Passenger Railway, Phila- 
delphia, Pa., $6. 

United Railways & Electric Company, Baltimore, Md., 
quarterly, 50 cents, common. 

Winnipeg (Man.) Electric Railway, quarterly, $3. 


ELECTRIC RAILWAY MONTHLY EARNINGS 
FEDERAL LIGHT & TRACTION COMPANY, NEW YORK, N. Y. 


Gross Operating Net Fixed Net 
Period Earnings Expenses Earnings Charges Surplus 
Im., May, 73, $184,051 $108,728 RVG Sa ao oR cate Gash 
Ieee s ae 164,534 99,487 OOS ie WY eRe e accents 
Sra eg "13 1,000,597 566,905 BIB 69 Die Telia ec Me Mecveete ae 
S oy "12 875,445 503,615 AVG CLO ee eee batgoricet 


GALVESTON-HOUSTON ELECTRIC COMPANY, HOUSTON, TEX. 


tim.,; April, 713 $185,508 *$109,574 $75,934 $34,755 $41,179 
fe o "12 151,604 *94,102 57,502 33,815 23,687 
Irs ‘i 113 2,147,047 *1,242,851 904,197 408,752 495,445 
Hye r "12 1,658,113 *1,032,171 625,942 288,566 337,376 
HOUGHTON (MICH.) COUNTY TRACTION COMPANY 
Im., April, 713 $25,699 *$14,764, $10,934 $5,464 $5,470 
a i 12 24,5€7 *13,416 Hera oud 5,112 6.038 
2 sf 23 312,187 *177,340 134,847 69,040 65,807 
12° # "12 300,688  *177,996 122,692 62,605 60,087 
JACKSONVILLE (FLA.) TRACTION COMPANY 
Im., April, 713 $56,364  *$36,633 $19,731 $11,118 $8.613 
tne % 12 51,284 *32,382 18,901 9,643 9,258 
ee "13 579,168  *391,136 188,032 124,948 63,084 
112'< * 12 568,075 *353,074 215,001 109,025 105,976 
JOPLIN & PITTSBURG RAILWAY, PITTSBURG, KAN. 
im, May, - 713 $49,466  *$29,018 $20,448 $12,542 $7,906 
St Dh ye Miley 44,156 *27,839 16,321 12,924 3397 
IB m3 557,467 *326,096 231,372 150,881 80,491 
12.“ a 712 491,924 *291,675 200,249 154,611 | 45,638 
LEHIGH VALLEY TRANSIT COMPANY, ALLENTOWN, PA. 

im, May, 713 $147,652 $64,652 $83,129 $45,889 $37,240 
ies rs "12 123,326 55,538 67,788 42,513 25,275 
Ze Ke “ile 1,643,722 701,093 942,629 530,281 412,348 
AZ He 12 1,423,763 628,411 795,352 478,137 317,215 


NORTHERN TEXAS ELECTRIC COMPANY, FORT WORTH, TEX. 


jam, April, “213 $164,684  *$91,341 $73,342 $24,551 $48,791 
lhe ee 12 134,936 *73,200 61,736 20,846 40,890 
12° e il) 1,939,862 *1,028,051 911,811 281,683 630,128 
12“ "12 1,622,470 *888,282 734,188 251,441 482.747 
PENSACOLA (FLA.) ELECTRIC COMPANY. 
jms eNpril, 213 $21,156 *$15,328 $5,828 $6,404 $575 
Liga t 12 22,491 *14,759 7,732 6,377 1,355 
ig < "13 287,099 *178,445 108,655 76,427 32,228 
es a 12 286,528  *180,738 105,789 66,831 38,958 


*Includes taxes. 


Jamestown Strike Collapses 


The strike of the employees of the Jamestown (N. Y.) 
Street Railway and the Chautauqua Traction Company, 
which was begun on May 1, 1913, has collapsed and was 
formally declared off on June 29 at a meeting of the men 
who were out on strike. The company has decided to take 
back into its employ about twenty-five of the men who 
‘were out and reinstate them at their former rate of wages 
but at the bottom of the extra list. The men who remained 
faithful to the company and all the men who were engaged 
by the company during the strike will be retained in their 
positions. The strike was productive of considerable dis- 
order and twenty-five former employees of the company 
and their sympathizers are under indictment for cutting 
wires and rioting in the city. The proposition of A. N. 
Broadhead, president of the companies, for a settlement of 
the differences between the officers of the companies and 
the employees was summarized in the Erectric Ramway 
JourNAL of June 14, 1913, page 1081. This proposition the 
employees rejected through their representatives. They 
characterized it as annihilation, not arbitration. 
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Traffic and Transportation 


New Rules Governing Conduct of Passengers in Hamilton, 
Ont. 


The Dominion Power & Transmission Company, Hamil- 
ton, Ont., has amended its by-law regulating travel on its 
cars by adding a clause prohibiting the drinking of intoxi- 
cating liquors. The by-law, as amended and approved by 
the Board of Railway Commissioners and the Ontario Rail- 
way & Municipal Board, follows: 

“t. (a) Smoking tobacco or carrying a lighted pipe, cigar 
or cigarette, except while in smoking compartments pro- 
vided for that purpose or except on the three rear seats of 
open cars only, or expectorating, except in proper recep- 
tacles, or the commission of any nuisance in or upon the 
trains or cars, passenger stations or other premises used 
or occupied by the company, is hereby forbidden and de- 
clared unlawful, and any person found guilty of a violation 
of this rule shall be liable to a penalty not exceeding $5. 

“(b) Drinking intoxicating liquors or offering intoxicat- 
ing liquors to others in or upon the trains or cars of this 
company is hereby forbidden and declared unlawful, and 
any person found guilty of a violation of this rule shall be 
liable to a penalty not exceeding $10. 

“2. Passengers other than policemen in uniform, city de- 
tectives and company officials shall not be allowed to ride 
on the front platform of any closed car nor to ride on the 
rear platform of any closed car when there is room or space 
which may be occupied by them inside the car, and women 
or children shall not ride on the front platform or seat of 
any open car, and passengers refusing to comply with this 
rule shall be considered disorderly persons and subject to 
a penalty for the violation of this rule not exceeding $10, 
and may also, on such refusal, be ejected from or put off 
the car. 

“3. The conductor must politely call the attention of 
passengers violating, or who appear to intend to violate, 
the last two rules herein set forth to the provisions of the 
said rules and firmly request observance thereof before tak- 
ing any further or other action.” 


Free Transportation for Harrisburg Employees.—The 
Harrisburg (Pa.) Railways has granted free transportation 
to employees while off duty. They will wear a badge in- 
scribed “Employee of the Harrisburg Railways Company.” 

Opinion in Regard to Passes on Electric Railways in 
Pennsylvania.—In answer to the inquiry of the Gettysburg 
(Pa.) Railway the Railroad Commission of Pennsylvania 
says that it knows of no law prohibiting the granting of 
free passes by electric railways. 


Increase in Wages in Grand Rapids—On July 1, 1913, 
the Grand Rapids (Mich.) Street Railway increased the 
wages of the motormen and conductors in its employ. 
The new scale of wages follows: First six months, 23 cents 
an hour; second six months, 24 cents an hour; second year, 
25 cents an hour; third year and thereafter, 26 cents an 
hour. 

Special Cars for Miners Not Justified—The State Rail- 
road Commission of Pennsylvania has dismissed the com- 
plaint filed by J. G. Eckert, Drifton, against the Lehigh Val- 
ley Traction Company, asking that cars exclusively for 
miners be operated between Hazleton and Freeland. The 
commission holds that the traffic does not justify special 
cars as the men quit work at different hours. 


Increase in Wages in Saginaw.—The Saginaw-Bay City 
Railway, Saginaw, Mich., posted a notice recently in the 
car house at Saginaw of a voluntary increase of wages of 
I cent an hour for the motormen and conductors of 
the local and interurban lines and from 1 cent to 2 cents 
on the Saginaw and Flint line. The increase, affecting 
about 350 men, went into effect on July 1. 

Traffic Agreement Between the Illinois Traction System 
and East St. Louis System.—An agreement has been en- 
tered into whereby special passenger movements from any 
point on the Illinois Traction System or the East St. 
- Louis & Suburban Railway, East St. Louis, Ill., will be 
handled in the equipment of the company with which the 
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movements originate, but by the operating force of eack 
company over its own lines. 

Jamaica Bay Trestle Damaged by Fire—Normal train 
service to Rockaway Beach, Long Island, via the Jamaica 
Bay trestle was resumed on June 30 by the Long Island 
Railroad following the fire which interrupted traffic Sunday 
night, June 29. The company issued a statement saying 
that 80 ft. of the trestle had been destroyed. It gave the 
cause of the fire as a short-circuit, which communicated 
flames to a wooden trailer car. 

Successful Outing of Employees at Washington.—A very 
successful outing of the employees of the Washington Rail- 
way & Electric Company, Washington, D. C., was held at 
Chesapeake Beach on June 26. The attendance was very 
large and a great deal of interest was manifested in the 
athletic contests which had been arranged by the speciat 
committee of the outing having the games in charge. One 
of the features of the athletic program was a foot race for 
the directors. 

Reduction in Fare Ordered Out of Syracuse—The Pub- 
lic Service Commission has authorized the Syracuse & South 
Bay Railway, Syracuse, N. Y., to reduce its fare between 
Syracuse and South Bay, 5 cents each way. The low fare 
went into effect immediately and will continue until Sept. 
1. In the future when coupon ticket books are used for 


transportation five 5-cent coupons will be detached for one 


fare. Four coupons will be detached if the trip starts or 
ends at the Syracuse city line. 


Decision in Regard to Responsibility for Shipments.— 
The Northwestern Pennsylvania Railways, Meadville, Pa., 
has been informed ‘by the Railroad Commission of Pennsyl- 
vania that it is not justified in requiring an insurance fee 
in order to make the company responsible for safe trans- 
portation of packages confided to its care. The commis- 
sion says that the company is required to deliver pack- 
ages according to contract and the responsibility for the 
shipment cannot be avoided by any insurance requirement. 


Question of Abolishing Strip Tickets in Trenton Under 
Consideration.—City Clerk Thompson, of Trenton, N. J., 
has received a letter from Rankin Johnson, vice-president 
of the Trenton & Mercer County Traction Corporation, 
to the effect that the directors of the company had taken 
no action to abolish the selling of strip tickets in Trenton 
and that whenever the company decided to eliminate the 
selling of tickets the officers of the company would convey 
that information formally to the city commission direct. 


Service Order in Washington,-D. C., Suspended During 
Summer.—The Public Utilities Commission of Washington, 
D. C., has directed that all orders relating to schedules 
issued by that body or the District Electric Railway Com- 
mission, ‘which the utilities commission succeeded, be sus- 
pended from July 1 to Sept. 15. The action of the utilities. 
commission was taken at the request of the Capital Trac- 
tion Company and is revokable at any time the commis- 
sion deems advisable. The company stated that a service 
sufficient to meet traffic demands during the period the 


‘schedules are suspended will be maintained. 


Chicago Near-Side Car Accident Record.—A reduction of 
approximately 91 per cent in platform accidents and 37 per 
cent in all classes of accidents on the Cottage Grove line of 
the Chicago City Railway is attributed to the operation of 
the 125 near-side cars that are now running on this line. 
These percentages are computed in a comparison of all acci- 
dents for April, 1912, and April, 1913, and this reduction in 
accidents is shown in spite of the fact that the total passen- 
ger business increased approximately 6 per cent. During 
April the platform accidents represented 53.7 per cent of 
all accidents, and in April, 1913, this class of accidents was. 
only 7.1 per cent of all accidents. 

Strike Threatened in Boston——On July 3 a strike was 
threatened on the Boston (Mass.) Elevated Railway. Up 
to that day the carmen’s union had refused to select the 
third arbitrator in accordance with the agreement of last 
summer. The company was willing that the third arbi- 
trator should be named by the chief justice of the Supreme 
Court or the Superior Court of Massachusetts. The men 
demand a large increase in wages, namely, $2.70 per day 
for the first year and $3.15 thereafter. The present maxi- 
mum wage is $2.61 a day. The company has appealed to 
the officers of the union not to violate the agreement. At 
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noon on Thursday, July 3, voting on the question of a 
strike was in progress. 
St. Louis Ventilation Ordinance Reported Unfavorably. 
—The committee on sanitary affairs of the City Council 
of St. Louis, Mo., has decided to report unfavorably the 
bill to regulate the heating and ventilation of street cars 
operated in the city. The bill was drafted by officers of 
the board of health. Robert McCulloch, president and 
general manager of the United Railways, in opposing the 
ordinance said: “The company is spending all the money 
it possibly can for the convenience and accommodation of 
passengers. If you pass this bill you will be handicapping 
us with a lot of technical provisions. You will tie us down 
in our effort to heat and ventilate all our cars properly. 
We must ask that the bill be not passed.” : 
Standing on Rear Platforms in New York City.—On 
June 26 the Public Service Commission of the First Dis- 
trict of New York conducted a hearing in regard to pas- 


-sengers standing on the rear platforms of the cars of the 


companies which operate the subway and elevated lines in 
Greater New York. Evidence submitted tended to show 
that the practice originated on the old steam lines and with 
the riding of newspaper carriers there. Now loading effi- 
ciency at Brooklyn Bridge, which has become of even more 
importance since the capacity of the terminal has been cut 
12 per cent by the reduction of speed on the bridge to 
15 m.p.h., demands the use of both ends of the rear car 
during rush hours and the use of the back platform is 
practicably unavoidable. 

Near-Side Stop in Detroit—QOn June 29 the Detroit 
(Mich.) United Railway began stopping its cars on the 
near side in accordance with the following resolution 
passed recently by the City Council: “All cars carrying 
passengers operated upon any line of street railway in the 
city of Detroit shall come to a full stop immediately before 
crossing any street or avenue in said city whenever sig- 
naled to stop by any person desiring to take passage 
thereon or to alight therefrom; and all cars operated on 
any such line or lines shall be brought to a full stop before 
crossing any street or avenue at which any two lines of 
street railway intersect.” To avoid confusion the new -reg- 
ulation has been extended to all the lines including Wood- 
ward Avenue as far as Palmer Park. 


Conference in Regard to Akron Agreement.—At a meet- 
ing of the committee on bridges and railroads of the City 
Council of Akron on June 28, representatives of the North- 
ern Ohio Traction & Light Company objected to the 
method of determining gain or loss on extended lines, as 
proposed in the agreement drawn by A. B. du Pont for the 
settlement of disputed points between the city and the 
company. Charles Currie, general manager; James T. Ross, 
consulting engineer, and A. J. Rowley, attorney, repre- 
sented the company at the meeting. The committee will 
report this objection to Council, as well as the question 
as to whether the city can legally enter into such a contract 
as is proposed. The proposed franchise agreement as pre- 
sented to the company was published in full in the ELEcrric 
RAILWAY JourRNAL of June 21, 1913, page 1117. It is in the 
nature of a guarantee to the company. 


Further Reduction in Running Time Between Allentown 
and Philadelphia—Fifteen minutes, it is expected, will be 
cut from the running time of the Lehigh Valley Transit 
Company’s limited car service between Allentown and Phil- 
adelphia beginning next October, when 9 miles of cut-offs 
and the new high-level reinforced concrete bridge in 
Allentown will be completed. The Quakertown cut-off will 
run from Zion Hill to Quakertown, a distance of practically 
4 miles, being a straight track and cutting out twenty-one 
curves and several grades. The Sellersville cut-off is about 
t mile long and will eliminate four curves and two bad 
grades. The Hatfield cut-off is about 4 miles long and will 
eliminate twenty-two curves and one heavy grade, placing 
this section of the road on private right-of-way. The new 
cut-offs are rock-ballasted, standard steam railroad con- 
struction, and wide enough for double tracks. The large 
reinforced concrete bridge between Allentown and South 
Allentown is nearing completion. This bridge is about 
one-half mile in length. It is owned by the Lehigh Valley 
Transit Company, and will eliminate two heavy grades and 
several grade crossings. 
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Personal Mention 


Mr. Leo Sartwell has been appointed assistant carhouse 
foreman of the Detroit (Mich.) United Lines at Flint to 
succeed Mr. J. H. Raby, promoted. 


Mr. J. E. Meddaugh has been appointed roadmaster of 
the Pontiac division of the Detroit (Mich.) United Lines, 
vice Mr. J. C. Bourke. resigned. 


Mr. Thomas Green has resigned from the operating en- 
gineering department of the Illinois Traction System, 
Peoria, Ill, to accept a position in the Chicago office of 
the Westinghouse Electric & Manufacturing Company. 


Mr. T. E. Leland, for several years connected with the 
Metropolitan Street Railway, Kansas City, Mo., in the ca- 
pacity of chief clerk in the auditing department, has re- 
signed to accept a position with the Bay State Railway 
Company, Boston. 


Mr. A. J. Ostendorf, at present assistant general super- 
intendent of the Cincinnati (Ohio) Traction Company, has 
been appointed superintendent of transportation of the 
company to succeed Mr. Robert E. Lee, general superin- 
tendent of the company. 


Mr. Robert E. Lee resigned as general superintendent of 
the Cincinnati (Ohio) Traction Company, to take effect on 
July 15. He will become identified with the Firestone 
Rubber Tire Company, Akron, Ohio. Mr. Lee’s connection 
with the Cincinnati Traction Company dates back twelve 
years to the time when the Schoepf interests took over the 
local lines in Cincinnati under lease. 


Mr. Martin S. Decker has been designated as chairman 
of the Public Service Commission of the Second District 
of New York by Governor Sulzer. Mr. Decker is a Re- 
publican and has been a member of the commission since 
the law creating that body was enacted under Governor 
Hughes. As chairman Mr. Decker succeeds Mr. Frank W. 
Stevens, Jamestown, who resigned recently. 


Dean W. F. M. Goss, of the College of Engineering, Uni- 
versity of Illinois, has been elected chief engineer of the 
committee on smoke abatement and electrification of rail- 
way terminals of the Chicago Association of Commerce. 
Dean Goss was elected unanimously and will succeed Hor- 
ace G. Burt, who died recently. In order that Dean Goss 
may take up the work without interruption, he has had 
granted to him by the University of Illinois a leave of 
absence for a year. 


Mr. J. C. McPherson, who has been division superinten- 
dent of the Pacific Electric Railway at Pasadena, Cal., has 
resigned that office to accept the position of general super- 
intendent of the Oakland, Alameda and Berkeley Electric 
lines of the Southern Pacific Company. Prior to his de- 
parture for the north Mr. McPherson had a farewell re- 
ception tendered to him by about 150 employees of the 
Pacific Electric Railway at Los Angeles and a similar num- 
ber of the employees in Pasadena. 

Mr. John F. Wallace, president of Westinghouse, Church, 
Kerr & Company, New York, N. Y., was selected as the 
expert adviser of the committee on railway terminals of 
the City Council of Chicago on July 1. Mr. Wallace said 
it would require from sixty to ninety days to prepare a re- 
port on the terminal situation. For that reason no action 
will be taken on the Pennsylvania ordinances until the 
report is presented. The sub-committee decided to appoint 
a single engineer rather than a board of three engineers as 
suggested at first. 

Mr. W. O. Holton, formerly assistant claims agent of 
the Chicago (Ill.) City Railway, has been appointed claims 
agent of litigated cases to succeed Mr. B. M. Troxell, whose 
death was announced in the Etectric RAmway Journat for 
Jan. 27, 1913. Mr. Holton was born in Mason County, 
Kentucky, in 1867. After attending public school and night 
school he studied law and in 1808 entered the service of the 
Chicago City Railway as a conductor. He served in this 
position for two years, after which he entered the claims 
department of the company as an investigator. In 1902 he 
was made assistant to the claims attorney in which position 
he had charge of all investigations. In 1909 he was ap- 
pointed assistant claims agent, which position he has held 
until his recent promotion to claims agent of litigated cases. 
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Mr. B. S. Josselyn, who retired as president of the Port- 
land Railway, Light & Power Company, Portland, Ore., 
on July 1, 1913, had a farewell banquet tendered to him at 
the Ariington Club in Portland recently by the other offi- 
cers of the company and a number of his business asso- 
ciates outside of the company. Mr. Josselyn expressed his 
regret at leaving the company and commended the qualifica- 
tions of his successor, Mr. Franklin T. Griffith. Eleven 
pieces of silver, comprising a Paul Revere set, were pre- 
sented to Mr. Josselyn by the officers and employees of 
the company, Mr. F. I. Fuller making the presentation 
speech. The set consists of one very large tray upon which 
was engraved, “Presented to B. S. Josselyn, president of the 
Portland Railway, Light & Power Company, by the offi- 
cers and employees upon his resignation as president, July 
I, 1913.” The other pieces consisted of a creamer, two 
sugar bowls, coffee and tea urns, meat platter, a meat fork 
and fish spoon. Upon each of the large pieces is engraved 
the letter “J.” 

Mr. J. W. Brown, who has been assistant superintendent 
of transportation of the Public Service Railway, Newark. 
N. J., has been appointed assistant general superintendent 
of the company, a newly created position. Mr. Brown has 
been connected with the Public Service Raiiway since April, 
1911. Before that he was with the Aurora, Elgin & Chi- 
cago Railroad and prior to that time was superintendent 
of transportation of the West Penn Railways, Connells- 
ville, Pa. He entered the service of the McKeesport, Wil- 
merding & Duquesne Railway, McKeesport, Pa., about 
fourteen years ago as night car dispatcher.. He also served 
as electrician and later as power station engineer of this 
company. When the Pittsburgh, McKeesport & Connelis- 
ville Railway was formed Mr. Brown was made master 
mechanic of the McKeesport division of that road and later 
was promoted to division superintendent. When the trans- 
portation department of the company was organized in 
1903 he was appointed superintendent of transportation of 
the company. He resigned from the West Penn Railways, 
Connellsville, in August, I910, to become connected with 
the Aurora, Elgin & Chicago Railroad. 

Mr. Newton W. Bolen, superintendent of transportation 
of the Public Service Railway, Newark, N. J., has been 
appointed general superintendent of the company, a newly 
created office. Mr. Bolen has been connected with the 
railway department of the Public Service Corporation of 
New Jersey, of which the Public Service Railway is a sub- 
sidiary, continuously since 1903 except for a short term of 
service with the Mexico City Tramway. The first few 
months of his service with the company were devoted to a 
study of the traffic problems of the separate systems then 
recently consolidated, with a view to the operation of the 
lines as a unit. He was subsequently made district su- 
perintendent of the lines of the company in Hudson, 
Bergen and Passaic Counties, and when the scheme of 
organization of the company was changed and the position 
of superintendent of transportation was created Mr. Bolen 
was appointed to that post. All the lines in the State 
owned by the company were thus brought under his juris- 
diction and all the division superintendents report to him, 
Before becoming connected with the Public Service Rail- 
way Mr. Bolen was in the employ of the Brooklyn (N. Y.) 
Rapid Transit Company, the service of which he entered 
when a boy. He was advanced in Brooklyn until at the 
time of his leaving the company to become connected with 
the Public Service Corporation he was superintendent of 
the Flatbush and the Bergen Street divisions of the com- 
pany, two of the most important on the system. Mr. Bolen 
is a member of the American Electric Railway Trans- 
portation & Traffic Association. 


OBITUARY 


George Townsend, president of the Wyandotte Construc- 
tion Company, Kansas City, Mo., which built the Kansas 
City, Clay County & St. Joseph Railway, is dead. It is 
supposed that Mr. Townsend, who was a victim of melan- 
cholia, committed suicide. Mr. Townsend disappeared 
from the Hotel Baltimore, Kansas City, on June 24 and on 
June 29 his body was discovered in the Missouri River 6 
miles west of Kansas City, Kan. Mr. Townsend was sixty- 


two years old. He was well known in the West, particu- - 


larly in Chicago. He is survived by a widow and two sons. 
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Construction News 


Construction News Notes are classified under each head- 
ing alphabetically by States. 

An asterisk (*) indicates a project not previously re- 
ported. 

RECENT INCORPORATIONS 

Rome & Gadsden Railroad, Gadsden, Ala.—Application 
for a charter will be made by this company to build a 
60-mile line between Rome, Cave Springs, Center, Forney 
Key, Rock Run and Gadsden. Capital stock authorized, 
$5,000 to $5,000,000. J. B. Wadsworth, Gadsden, president. 
[aes ay shane 47. 73) 

*Circuit Terminal Railroad, Indianapolis, Ind.—Applica- 
tion for a charter has been made by this company to take 
over the rights and franchises of the old Circuit Terminal 
Railway, sold under order of the Marion Circuit Court, 
to C. E. Worth and John W. Trotter, and to build electric 
railways and other public utilities between Greenfield, 
Noblesville, Lebanon, Danville, Martinsville, Franklin, 
Shelbyville and other intermediate points. Capital stock, 
$10,000. Directors: C. Eugene Worth, Indianapolis; John 
W. Trotter, Danville, and Oliver W. Johnson, Cleveland, 
Ohio. , 

FRANCHISES 

Sylacauga, Ala—M. B. Lewis and T. B. Perry, Sylacauga, 
have received a franchise from the Council to build an 
electric railway in Sylacauga. The terms of the franchise 
state that this line must be in operation within three years. 
The proposed line will extend from the new Eva Jane Mills 
just north of Sylacauga to Gantt’s quarry, 2 miles from the 
town south. Later it is stated that other lines will be built 
in the residential section of Sylacauga. It is stated that 
the new company will be organized with a capital stock of 
$150,000. 

Little Rock, Ark.—The Little Rock & Hot Springs Elec- 
tric Railway has accepted the franchise granted it by the 
Council in Little Rock. 

Los Angeles, Cal—The Pacific Electric Railway has re- 
ceived authority to build at grade across fourteen public 
highways in Orange County for the purpose of double- 
tracking a portion of its Santa Ana line, 

Belleville, Ill—The Southern Traction Company of Illi- 
nois has asked the City Council for a franchise in Belleville. 
The line will be a part of a railway to Freeburg, which is a 
continuation of the East St. Louis-Bellevue line. 


Morris, Ill.—The Fox & Illinois Union Railway, Aurora, 
has received an extension of ninety days on its franchise 
in which to complete its entrance into Morris. This 20- 
mile railway will connect Yorkville, Morris, Dwight and 
Sandwich. “Hi: “Hi, -BEvans) presidents. =) |) Bats epade 
20557031] 

Springfield, Ill—The Springfield & Central Illinois Rail- 
way has received a twenty-year franchise from the City 
Council to build a line from Springfield to Duquoin to con- 
nect with a line between St. Louis and Terre Haute. Voters 
will ratify the proposition July 15. [E. R.-J., June 14, ’13.] 

Terre Haute, Ind.—The Springfield & Central Illinois 
Traction Company, which was recently granted a franchise 
by the County Commissioners to extend its lines from the 
Illinois State line to the west bank of the river, has notified 
the commissioners of the acceptance of the franchise. 
Work is scheduled to begin in a short time. The company 
will ask the City Board of Public Works to grant a like 
franchise through the city to a terminal station yet to be 
selected. The company will probably change its corporate 
name to the Springfield, Central Illinois & Terre Haute 
Traction Company. [E. R. J., June 28, ’13.] 

Portland, Maine.—The Portland Railroad has received 
a franchise to double-track its lines from a point near 
Martyr Street to a point near Kennebec Street in Portland. 

Baltimore, Md.—The United Railways & Electric Com- 
pany has asked the Council for a franchise to extend its 
lines on Callow Avenue to Park Terrace and the west side 
of Park Avenue in Baltimore. 

Melita, Man.—R. E. Denny & Company, 32 Ninth Street, 
Brandon, have received a franchise to build an electric rail- 
way and install waterworks in Melita. 
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Jefferson City, Mo.—The Jefferson City Bridge & Transit 
Company has received a twenty-five-year franchise from 
the Council in Jefferson City. The company plans to build 
a I-mile extension and double-track some of its lines. 

Grand Rapids, Mich—The Grand Rapids Street Railway 
has asked for a franchise to extend its tracks on Campau 
Avenue to Louis Street in Grand Rapids. 


Summit, N. J—The Tri-County Power & Traction Com- 
pany has asked for a fifty-year franchise from the Council 
to operate a trackless trolley line in Summit. 


Morrisburg, Ont.—The ratepayers of Morrisburg have 
indorsed a by-law for the granting of right-of-way over 
certain streets to the Ottawa & St. Lawrence Electric Rail- 
way. The franchise is for a period of twenty-five years, and 
to be effective the company must practically complete its 
line by the fall of 1914. 

York, Ont.—The first draft of the proposed agreement 
between the township of York and the Forest Hill Electric 
Railway was submitted to the Council recently. The agree- 
ment provides for a single-track railway from a point on 
Forest Hill Road near the north limit of York to a point 
2% miles north of Eglinton Avenue. It is stipulated that 
no work shall be done until plans have been submitted to 
the township, also that the company will commence con- 
struction at once and during the year will spend not less 
than $50,000. 

York, Pa—The York Railways will ask the Council for 
_a franchise to extend its lines on Jackson Street in York. 
The company plans to build a loop going out George Street 
and circling the Country Club. 


Seattle, Wash.—At the request of Mayor George F. Cot- 
terill, Assistant Corporation Counsel Howard M. Findley 
and Assistant City Engineer D. W. McMorris, a bill has 
been introduced in the Council to repeal the franchise of 
the Seattle, Renton & Southern Railway. 

Wenatchee, Wash.—The request of the Wenatchee Val- 
ley Electric Railway that it be allowed a four months’ ex- 
tension of the time limit of the franchise for an electric 
railway in Wenatchee, has been denied by the City Council. 


Madison, Wis.—The Chicago & Wisconsin Valley Rail- 
way, Madison, has asked the Common Council for a fran- 
chise over certain streets in Madison. This line will con- 
nect Portage, Prairie du Sac, Madison, Merrill, Janesville, 
Friendship and Easton. J. E. Jones, Portage, general 
maniacer vii. ke). May 31, °13.] 


TRACK AND ROADWAY 


Los Angeles (Cal.) Railway,—Plans are being made by 
this company to double-track its Western Avenue line 
west of Hobart Boulevard at once. The company is asked 
to extend its lines to Hollywood and other sections of 
the northwestern part of Los Angeles. The work in- 
cludes the extension of the Vermont Avenue crosstown 
line as far north as Los Feliz road, and the extension of 
the Western Avenue line to Hollywood Boulevard and 
into Hollywood. The proposal to install a third “L” rail 
on Hollywood Boulevard is also made to connect the 
Vermont Avenue lines and the Western Avenue lines in 
Los Angeles. 

Pacific Electric Railway, Los Angeles, Cal.— Work will 
be begun at once by this company on its line between San 
Bernardino and Rialto. The steel for the concrete culverts 
and bridges has been received and bridge construction will 
be begun at once. 

Geary Street Municipal Railway, San Francisco, Cal.— 
This company has placed in operation its line to the ocean 
‘beach in San Francisco. 


Northwestern Elevated Railway, Chicago, Ill—This com- 


pany, through its president, B. I. Budd, has agreed to sub- 


mit the question of extending the line into Wilmette, a 
suburb to the north of Chicago, to a referendum vote. The 
village board has been authorized to draft an ordinance 


os subject to the approval of the railway company, and it will 


be submitted in the referendum. 


Iowa Railway & Light Company, Cedar Rapids, Ia.—This 
company, which has announced plans for the construction 
of an interurban railway between Muscatine and Iowa City, 
is now promoting an electric line to be extended from 
Cedar Rapids to Davenport, via Tipton. 
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Kansas City, Kaw Valley & Western Railway, Bonner 
Springs, Kan.—This company, which plans to build an inter- 
urban railway from Kansas City to Bonner Springs and 
later to Lawrence and Topeka, may enter Kansas City by 
way of the Kansas City Outer Belt Railroad. The plan is 
to use about 2 miles of the belt line from Indian Creek to 
Eighteenth Street and Minnesota Avenue in Kansas City, 
there to connect with the Metropolitan Street Railway. 
A. L. Berger, attorney for Thomas A. Bigger, receiver for 
the Kansas City-Outer Belt Railroad, asked Judge Pollock 
to approve a lease whereby the interurban electric line was 
to use the north side of the right-of-way. Judge Pollock 
indicated that he favored granting the lease because those 
acquainted with the physical conditions said the use of a 
part of the outer belt, which has room for six parallel 
tracks, by an interurban line would benefit the property 
instead of injuring it. [E. R. J., May 10, ’13.] 

Orleans-Kenner Electric Railway, New Orleans, La.— 
Right-of-way is being secured and construction will be 
begun within the next sixty days by this company on its 
15-mile line to connect New Orleans, Kenner, Hanson 
City, Harrihan and Shrewsbury. <A tax of $77,500 has 
just been voted by Jefferson Parish to assist. in the con- 
struction of the line. Officers: A. Smith Bowman, Wilcox, 
president; Andrew Fitzpatrick, New Orleans, vice-presi- 
dent, and Peter Stiffs, New Orleans, secretary. [E. R. J., 
June 14, 713.] 

Texas-Louisiana Traction Company, Shreveport, La.— 
Right-of-way is secured and surveys are completed for 
the construction of this line, which will connect Shreve- 
port, La., and Jefferson and Longview, Tex. The financing 
is said to have been arranged. A. B. Blevins, Jefferson, is 
interested. [E. R. J., Jan. 11, 713:] 

Bangor Railway & Electric Company, Bangor, Maine.— 
This company will extend the Hampden branch track 1 
mile this summer, but the proposed extension cro Winter- 
port will not be built this year. The work of connecting 
the Bangor and Brewer lines of the company on the new 
steel bridge over the Penobscot River will begin soon. A 
hearing will be held before the Railroad Commission in 
regard to the grade crossing which wiil be necessary at the 
Brewer end of the bridge, as the tracks of the Maine Cen- 
tral Railroad must be crossed there. The Bangor Power 
Company, a subsidiary of the Bangor Railway & Electric 
Company, has resumed work on the dam at Veazie, which 
will furnish increased power for the company. 

Brandon, Man.—The citizens of Brandon have voted in 
favor of a by-law appropriating $150,000 for electric rail- 
way construction and equipment in Brandon. R. E. Speak- 
man, city engineer. 

Michigan & Chicago Railway, Grand Rapids, Mich.—Con- 
tracts for the third-rail equipment of the Michigan Central 
Railroad’s branch from Montieth to Battle Créek have been 
awarded by this company, which recently brought the line 
from Battle Creek to Allegan. It is expected the line from 
Montieth, which will be the junction point, to Battle Creek 
will be completed as soon as the main line of the inter- 
urban from Grand Rapids to Kalamazoo. [E. R. J., May 
7 Re EP | 

*Lakewood, Mich.—Work has been begun on the new 
electric line between the railroad station and the club 
house at Lakewood, Mich. 

Muskegon-Casnovia Land & Development Company, Mus- 
kegon, Mich.—The citizens of Casnovia are raising $10,000 
to be used toward the construction of this railway between 
Muskegon, Casnovia and Saginaw. John O. Fraligh, Cas- 
novia, is interested. [E. R. J., June 21, ’13.] 

Minneapolis (Minn.) Street Railway.—This company 
plans to build soon 15 miles of new track in Minneapolis. 

*Biloxi, Miss——Plans are being considered to build an 
electric railway between Mobile and Biloxi. Among those 
interested are W. H. Bouslog, J. J. McIntosh, G. W. Gray- 
son and E. B. Dunton. 

Kingston & Excelsior Springs Electric Railroad, King- 
ston, Mo.—Surveys have been completed and right-of-way 
is being secured by this company for its 25-mile line be- 
tween Kingston, Lawson and Excelsior Springs. Arrange- 
ments are being made to award the contracts for the con- 
struction of the line as soon as the right-of-way has been 
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secured. Plans are being considered to build a line be- 
tween Richmond and Excelsior Springs. B. Boner, King- 
stom presidents. "[E.oR, J3 May 3m, e134 

Moberly, Huntsville & Randolph Springs Railway, Mo- 
berly, Mo.—Grading has been begun by this company at 
Randolph Springs, the western terminal. This 12-mile line 
will connect Moberly and Randolph Springs. Charles H. 
Dameron, president. [E. R. J., June 21, ’13.] 

Billings (Mont.) Traction Company.—During the sum- 
mer this company plans to extend its line to Polytechnic. 


Falion (Nev.) Electric Railroad.—Rapid progress is being 
made on the electric railroad being built from the Harrigan 
ranch to Fallon. Rails now are laid within 1 mile of Fallon. 
It is proposed to extend the line to Dixie Valley, in Nye 
County. <A. E, Wilson, Fallon, secretary. [E. R. J., June 
2 erat 

*Dayton, Ohio.—Plans are being considered to build an 
electric line between Dayton and Cincinnati, via Reading, 
Carlisle and Germantown. Among those interested are: 
J. G. Miller and L. T. Palmer, Middletown, and F. J. Ferne- 
ding and O. L. Mead, Dayton. 


Springfield (Ohio) Railway.—Work will soon be begun 
by this company on its new line on Clinton Street to its 
proposed new carhouse in Springfield. 

Tri-State Traction Company, Steubenville, Ohio.—It is 
reported that this company plans to build an electric and 
steam line betwen Quincy and Burlington. 


Poland Street Railway, Youngstown, Ohio.—Surveys 
have been completed and grading is under way along the 
entire 16-mile between Poland and Youngstown, via Lan- 
singville, Pine Hollow and Poland Heights. [E. R. J., 
June 14, *13.] 

Lake Erie & Northern Railway, Brantford, Ont.—Grad- 
ing has been completed by this company between Water- 
ford and Bloomsburg. Work has been begun on the Wa- 
terford bridge. The structure will cost $65,000. The 
route through Simcoe has been approved by the Board 
of Dominion Railway Commissioners. 


Morrisburg & Ottawa Electric Railway, Ottawa, Ont.— 
This company has called for bids for the construction of 
1o miles of its line of railway, from Ottawa, extending 
in the direction of Morrisburg, such bids to be based on 
the company’s plans and specifications. Bids will be re- 
ceived up to July 8, 1913, and the plans and specifica- 
tions for proposed work can be inspected at any time 
at the head office of the company in Ottawa, Ont. 

Toronto, Ont.—The proposed electric railway between 
Toronto and Port Perry is now under consideration by 
the engineering staff appointed by the Hydroelectric 
Power Commission of Ontario. 

Toronto Suburban Railway, Toronto Junction, Ont.— 
This company has been asked to remove its tracks from 
the west side of the road to the center on Main Street 
from Church Street to the northern boundaries of Weston. 

Harrisburg, Pa.—Surveys are being made for a new elec- 
tric line between Hershey and Elizabethtown, via Camp- 
belltown, a distance of about 9 miles. It will be a feeder 
for the Hershey-Lebanon system, owned by the Hershey 
chocolate interests. Work on the construction of the new 
line is to be started soon. : 


Montreal (Que.) Tramways.—This company is relaying 
tracks in different parts of Montreal, this forming part of 
an extensive programme which will be carried out during 
the next few months. The old rails of 96 lb. weight 
are being replaced. with rails of 116 lb. the guard rails 
being increased to 132 lb., which will be standard for the 
future. In certain sections special cedar ties are being 
laid down, the length being increased from 7 ft. to 8 ft., 
while they are put 2 ft. apart instead of 2 ft. 6 in. The 
roadbed has been greatly strengthened. 


Middle Tennessee Traction Company, Franklin, Tenn.— 
This company has increased its capital stock from $10,000 
to $250,000. This railway will connect Franklin, Eagleville, 
Shelbyville and Fayetteville. Grading has been completed 
from Franklin to Eagleville. The Interurban Construction 
Company, which has been organized to build this line, has 
elected the following officers: R. H. Crockett, president; 


P. E. Cox, vice-president and general manager; E. E. 


ua 


t 


PG ott 
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Green, secretary and treasurer, and G. B. Howard, chief 
engineer. [E. R. J., June 7, *13.] 

Guadalupe Valley Traction Company, Seguin, Tex.— 
Grading has begun by this company on its 92%4-mile line 
to connect Austin, Lockhart, Seguin and San Antonio, The 
company has not yet decided whether the motive power 
will be gasoline or electricity. Capital stock authorized, 
$100,000. Capital stock issued, $75,000. Officers: W. B. 
Dunlap, Seguin, president; E. W. Brown, Orange, vice- 
president; W. J. Crawford, Beaumont, secretary and treas- 
urer; J. M. Abbott, Seguin, general manager, and Guy M. 
Simpson, Seguin, chief engineer. [E. R. J., June 28, ’13.] 


Salt Lake & Utah Railroad, Salt Lake City, Utah.—This 
company has awarded a contract to S. L. Chipman, Amer- 
ican Fork, for grading to miles of its line south from 
Jordan Narrows. The company will soon award other 
contracts for construction of its line which wiil connect 
Salt Lake City, Provo, American Fork, Pleasant Grove, 
Springfield, Spanish Fork and Payson. W. C. Orem, Salt 
Lake City, president. [E. Ry Js Feb. 22,7134] 


SHOPS AND BUILDINGS 

Northern Electric Railway, Chico, Cal—This company 
has completed its new freight depot in Oroville. It is 
reported that the company plans to build a new passenger 
depot in Oroville. 

Northwestern Elevated Railroad, Chicago, Ill—This 
company is considering plans to buiid a new terminal sta- 
tion in Wilmette. The cost is estimated to be about 
$12,000. 


Fort Wayne & Northern Indiana Traction Company, 
Fort Wayne, Ind.—This company has taken out a build- 
ing permit for an addition to its Spy Run Avenue power 
house, which it is estimated wiil cost’ approximately 
$300,000. 


Cedar Rapids & Marion City Railway, Cedar Rapids, Ia. 
—This company plans to build a new two-story carhouse 
and workshop at Cedar Rapids in the near future. The 
cost is estimated to be about $55,000. 

Holyoke (Mass.) Street Railway.—Among the improve- 
ments planned by this company will be the construction of 
new carhouses on the Hadley lot in Ward 1 in Holyoke. 


Charlotte (N. C.) Electric Railway.—This company’s 
paint shop and machine shops in Diiworth were destroyed 
by fire on June 14. The equipment, consisting of lathes, 
air compressors, etc., four cars and accessories, besides 
stores, were also destroyed. The loss is estimated to be 
about $50,000. 


Oregon Electric Railway, Portland, Ore—Plans and 
specifications have been received by this company for its 
new passenger station in Eugene. Bids are being asked 
for the construction of the building, which will be of brick. 
The express rooms will be located in the western end of 
the structure and the baggage rooms will be in the east end. 


POWER HOUSES AND SUBSTATIONS 
Georgia Railway & Electric Company, Atlanta, Ga.— 
This company has installed three transformers at its Dun- 
lap power plant. 


Union Traction Company, Independence, Kan.—This 
company is installing a new 750-hp engine and has received 
other machinery for installation at its power plant in In- 
dependence. 

South Covington & Cincinnati Street Railway, Covington, 
Ky.—This company has placed an order with the Westing- 
house Electric & Manufacturing Company for one 300-kw 
portable substation in which is installed one 300-kw, 600- 
volt d.c., three-phase, 60-cycle, 1200-r.p.m. self-starting 
rotary converter and one 330-kva, 4400-volt, three-phase 
outdoor-type O.I1.S.C. transformer complete with one two- 
panel switchboard. 

Holyoke (Mass.) Street Railway.—This company plans 
to bring its power plant in Holyoke up to date and will 
install new turbine engines. 

Rio Grande Valley Traction Company, El Paso, Tex.— 
This company has placed an order with the Westinghouse 
Electric & Manufacturing Company for three 250-kva, 2200- 
6600-volt, single-phase, 60-cycle O.1.S.C. transformers and 
one switchboard. . 


JULY Sv 1913: 


Manufactures and Supplies 


ROLLING STOCK 


Savannah (Ga.) Electric Company is in the market for 
three cars. 

Maryland Electric Railway, Annapolis, Md., is reported 
as expecting to purchase a number of cars. 

St. Joseph Valley Traction Company, Elkhart, Ind., will 
purchase three or four new cars. 

Cape Breton Electric Company, Sydney, N. S., is re- 
ported as expecting to purchase a number of cars in the 


near future. 

Washington, Baltimore & Annapolis Electric Railway, 
Baltimore, Md., is in the market for twelve all-steel inter- 
urban cars. 

Genoa, Italy, will require twenty-two motor cars and a 
similar number of trail cars for the proposed 6-mile sub- 
way in that city. S. Cattaneo Adorno, Genoa, may be ad- 
dressed. 

Mobile & Baldwin County Railroad, Volanta, Ala., is in 
the market for two combination passenger and baggage 
gasoline cars that will seat from twenty to thirty-five 
persons. 

Chicago (Ill.) Railways, noted in the Etrecrric Rainway 
JourNAL of June 14, 1913, as expecting to purchase 100 cars, 
.. has ordered these cars from the Southern Car Company, 
High Point, N. C. , a: 

South Covington & Cincinnati Street Railway, Coving- 
ton, Ky., noted in the ELecrric Raitway Journat of May 17, 
1913, as having ordered twenty semi-convertible cars from 
ee 4 codes Car Company, has specified the following 
details: 


SedtimeusCAPACIEVic tie ily = a0: 32 Underframe ......composite 
Weuctimorbody,...2titoin. Car’ trimmings -...:... Dayton 
Length over vestibule, Coplersy ncn: Van Dorn 

30 ft.9in. Curtain fixtures ....Forsyth 


Width over sills.7 ft. 1134 in. 
Width over all.....8ft. ain 
Height, rail to sills....28 in. 


Curtain material... Pantasote 
Destination signs ...Hunte1 
Fenders or wheel guards, 


Sill to trolley base, Hunter 

Out oes en GOMES. wok anced foe ee bein, 
JEAN G hie PS Se ek oe eee wood Hand brakes ....... Peacock 
lmtetiOnttny ..+..manorany Eleadlights J.:,....... ESS 
Headlining....poplar veneer Trolley base .......... UsES 
TRG On cicereaiee Me eINOMICOmN ly AtMISh Ee cts eosiae c Murphy 


United Traction Company, Albany, N. Y., noted in the 
ELectRic RAILWAY JoURNAL of June 14, 1913, as having or- 
dered twelve semi-convertible pay-within cars through W. 
R. Kerschner, from the Cincinnati Car Company, has speci- 
fied the following details for these cars: 


DEAN CAPACILY wars foc nels 44 Fare boxes...... New Haven 
Weight (car body only), Wheel guards..... Rochestei 
18,000 Gears and pinions..... West. 

Bolster centers, length, Gongsno es. san Srandard 
Todtalinin- stand phakes a4... deeacock 

WENSCIO OT DOU. 6630 bt kD ine. Tleatens) isis ted oO Cons 
Length over vestibule, Headlights ... Crouse-Hinds 
44ft.11in. Journal boxes....Symington 

Width over all).../8tft.ain Motors......... Veale Tob 2 


Height, rail to top of outside-hung 
LOO Vet eae ht cats BOMtmee alia tires: Devoe & Reynolds 
Sill to trolley base,.8ft.gin NRegisters........ New Haven 
Body PPI TIG tA ATC ETS hace erica ce tio: Dewitt 
Interior trim ....mahogany Sash fixtures....Cin. Car Co. 
Mileadtiimom wane Neasote. seats, ustylet.. ccs - TH é& K. 
Root, ty pees ws... Bettis arch Seating material... Pantasote 
(Under inannres siesshnts.+ 04 metal Stepy theadsic. cs erst Mason 
PAI DT AIKESE ton cae atoll oes G. E. Trolley catchers... Keystone 
TINGS GIES 3 gd un aignENOe Carnegie Trolley base..... Ohio Brass 
Barnpersvearen ce owss Hedley Trucks, type....... <. Taylor 
‘Car trimmings..Cin. Car Co. Varnish, 


‘Conduits and junction Beckwith & Chandler 


boxes ....Elec. S. Sup. Co. Ventilators...Aut. Vent. Co. 
ECGouplers 6... Standard Wheels.......... forged steel 
Curtain fixtures ..Cur. S. Co. Door and step device, 


‘Curtain material... Pantasote Cin. Car Co; 
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Tilsonburg Electric Car Company, Ltd., Tilsonburg, Ont., 
has been organized to manufacture electric street cars, 
snow sweepers, etc. 


Protectus Paint Company, Philadelphia, Pa. has been 
appointed railway selling agent for the products of the 
Barber Asphalt Paving Company. 


Fred Gardner Company, Chicago, Ill., has been incor- 
porated with capital stock of $2,500 to buy, sell and deal 
in railway supplies, etc. The incorporators are Fred Gard- 
ner, Charles B. Moore, J. L. Nicholson. 


Canadian Foundry Company, Ltd., Toronto, Ont., has 
appointed J. G. Seyfried engineer for the bridge depart- 
ment of the company. Mr. Seyfried was formerly con- 
nected with the Grand Trunk Railway at Montreal, Que. 


S. F. Bowser & Company, New York, N. Y., have ap- 
pointed W. E. Jenkinson railway representative, covering 
the territory vacated by E. F. G. Meisinger. In addition 
Mr. Jenkinson will take over the Southwestern and Pacific 
Coast territory. 


Pyrene Manufacturing Company, New York, N. Y., has 
received recent orders for its fire extinguishers from the 
Allen Street Railway, the Standard Steel Car Company, 
and a repeat order from the Interborough Rapid Transit 
Company for fifty extinguishers. 

Curtain Supply Company, Chicago, Ill., has received re- 
cent curtain orders from the following railways: New York 
State Railways, Rochester, N. Y.; Washington Railway & 
Electric Company, Washington, D. C.; Holyoke (Mass.) 
Street Railway, and the Manhattan Bridge Three-Cent 
Fare Line, Brooklyn, N. Y. 


Pantasote Company, New York, N. Y., has elected E. H. 
Outerbridge vice-president and managing director of the 
company. Raymond Harvey, who has been associated 
with Mr. Outerbridge for more than ten years, has been 
elected secretary and treasurer to fill the vacancy caused 
by Mr. Outerbridge’s recent appointment. 


- Union Switch & Signal Company, Swissvale,. Pa., has re- 
cently received a contract from the Ohio Electric Railway 
for signaling its line between Fort Wayne and New Haven, 
Ind., a distance of 4.2 miles. This division, which has the 
first track circuit signaling on the system, contains two 
blocks, using four type B semaphore signals and four light 
signals. 

Electric Service Supplies Company, Philadelphia, Pa., 
has recently received large orders for automotoneers 
from the Philadelphia (Pa.) Rapid Transit Company. 
These are placed on the trolley car controllers to compel 
the motorman to stop for a short interval of time on every 
point in throwing power from “off” to full “on.” It is 
claimed by the manufacturer of this device that it sub- 
stantially reduces the cost of controller and motor main- 
tenance. 

Anger Manufacturing & Supply Company, Ltd., Preston, 
England, manufacturer of the Anger improved automatic 
brake adjuster, reports a large increase in its business. The 
company has received recent large orders from the Sheffield 
Corporation Tramways, the Birmingham Corporation 
Tramways, the Cardiff Corporation Tramways, the Santos 
(Brazil) Tramways, and many others. The company has 
recently made arrangements with another factory to manu- 
facture the various parts of this device at Hapton, which 
makes four factories that this company is now operating 
in Europe. The company has. also closed an agreement 
with the Ackley Brake & Supply Company, New York, 
N. Y., to manufacture and sell its device in the United 
States, Mexico, Cuba, Porto Rico, Central America and the 
Philippine Islands, 


Van Dorn Electric Tool Company, Chicago, Ill., has 
been formed to take over the portable tool department of 
the Van Dorn & Dutton Company. This latter company 
has for nearly eighteen years specialized in the production 
of gears and gear cutting. Some seven years ago it took 
up as a side line the design and production of portable 
electrically operated drilling and reaming machines, to 
which have since been added electric grinders and portable 
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tools and within the past two and one-half years the prod- 
ucts have been materially improved and widened in scope. 
For some time past it has seemed to the company that the 
portable tool operations had grown to such an extent that 
this branch and that of the gear operations would be best 
served by operating each as a separate and distinct com- 
pany, particularily by reason of the fact that the original 
interests were expanding to an extent equal to the other 
operations. As a result the above company was formed, 
taking over the portable tool operations. The gear interests, 
as during the past eighteen years, continue under the old 
company, the officials of which all remain the same. The 
officials of the new company are W. P. Johnston, president 
and treasurer; F. G. Hodell, vice-president, and H. A. 
Rock, secretary. Franklin Schneider will continue to su- 
pervise the manufacture and design of these portable elec- 
trically operated tools. 


Pierson, Roeding & Company, San Francisco, Cal., an- 
nounce a reorganization of the personnel of their organi- 
zation as a result of the resignation of S. K. Colby, vice- 
president, and the appointment to this position of Thomas 
Finigan, as recently mentioned in this paper. The rapid 
development of the company’s business during the past 
ten years has led to the establishment of a number of 
branch offices on the Pacific Coast, and it now is able to 
serve promptly and has a large business in all of the 
states west of the Rocky Mountains as well as in British 
Columbia and the Hawaiian Islands. H. R. Noack, who 
retains the position of president in the reorganization, has 
been actively connected with the company since 1808 and 
during this time has been a large instrument in its success. 
Thomas Finigan, the new vice-president, brings to the firm 
the strength of a wide acquaintance, made while associated 
with the United Railroads of San Francisco and with the 
Consolidated Traction Company of New Jersey. The treas- 
urer of the company, George R. Murphy, who is in charge 
of the storage battery department, is also originally from 
the East, having been connected with the Metropolitan 
Street Railway of New York and later with the Electric 
Storage Battery Company. He joined the forces of Pier- 
son, Roeding & Company in 1909. The financial depart- 
ment of the company is in charge of the secretary, George 
P. Dahle, who has been associated with the company and 
its predecessors for the past twelve years. The Los An- 
geles branch of the company is in charge of A. L. Havens, 
who has been with electrical interests since 1895. The Port- 
land office is in charge of S. Herbert Lanyon and the Seat- 
tle office of N. H. Silver, both with long experience in the 
design and construction of electrical plants and the manu- 
facture of electrical apparatus. The business of the com- 
pany is also divided into departments, and each is in charge 
of a specialist. The president of the company, Mr. Noack, 
cares for the transmission projects, and the railway de- 
partment is managed by Vice-president Finigan. The car 
and truck department, an important one because the com- 
pany represents The J. G. Brill Company on the Pacific 
Coast, is managed by Ford A. Richards, for many years 
with the Peckham Manufacturing Company and later with 
the J. A. Hanna Company. The underground conduit de- 
partment is directed by C. G. Gauntlett, formerly with Sie- 
mens Brothers & Company of London and later with the 
Pacific Coast Electric Corporation at San Francisco. The 
sale of poles and cross arms is in charge of F. L. McGillan, 
at one time general superintendent of the pole yards of the 
Valentine Clark Company in Chicago and later vice-presi- 
dent and general manager of the California Pole & Piling 
Company of San Francisco. Finally the hydraulic depart- 
ment is under the direction of E. G. Dewald. While S. K. 
Colby will no longer be actively identified. with the com- 
pany, he will retain his interest in it and is still a director. 


ADVERTISING LITERATURE 


Condensite Company of America, Glen Ridge, N. J., 
has issued a folder describing its synthetic oil and waxes 
for all uses. 


Dossert & Company, New York, N. Y., have issued a 
very attractive catalog illustrating and describing all types 
of “Dossert” solderless connectors for solid and stranded 
wire. 
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Walter A. Zelnicker Supply Company, St. Louis, Mo., 
has issued Bulletin No. 139, illustrating and describing the 
rails, equipment, heavy machinery, etc. it now has on 
hand. 

Thayer & Company, New York, N. Y., sole American 
agents for the Chillingworth one-piece seamless gear case, 
have issued a folder describing their gear cases and con- 
taining several illustrations of them and the firm’s Jersey 
City plant. 


Van Dorn & Dutton Company, Cleveland, Ohio, have 
issued a catalog illustrating and describing their different 
types of gears. The catalog aiso contains a set of rules 
on gearing and tables of diametral pitch, circular pitch, and 
a great deal of other valuable information. 


Electric Controller & Manufacturing Company, Cleve- 
land, Ohio, has issued very a attractive catalog entitled 
“More Chips.” The catalog contains an article by H. F. 
Stratton, on “Automatic Control of Machine Tools,” with a 
great many illustrations, of all types of machines, using 
this automatic control. 


Protective Signal Manufacturing Company, Denver, Col., 
has just issued an eight-page circular describing the “rail- 
way crossing protector.” Several notable improvements. 
have been made in this highway crossing signal, which are 
said to have decreased its cost of installation and main- 
tenance, and to have increased its reliability. 


California Corrugated Culvert Company, Los Angeles, 
Cal., has issued a very attractive catalog describing its 
culverts and containing many iliustrations of work that is. 
under construction and completed. The catalog also con- 
tains the official report of test made by Prof. A. N. Talbot, 
of the University of Illinois, on its culvert. 


Nachod Signal Company, Philadelphia, Pa., has issued an 
attractive catalog in three colors entitled ‘“Merit Tells,” 
which is generously illustrated with interurban views. It 
describes the Nachod products, including automatic sig- 
nals for single and double track electric railways controlled 
by trolley contactors, crossing bells and automatic head- 
way recorders. 


The J. G. Brill Company, Philadelphia, Pa., prints in its. 
June, 1913, issue of the Brill Magazine an illustrated biog- 
raphy of John Frank Calderwood, vice-president and gen- 
eral manager of the Brooklyn (N. Y.) Rapid Transit Com- 
pany. Among the feature articles are the following: “Con- 
ditions Which Govern the Type of Car for City Service, 
Seattle, Wash.,” “Radiax Trucks in New Bedford, Mass.,’” 
“Changes in Platform Arrangement and Ventilators on the 
Near-Side Car,” “Convertible Prepayment Car for the Slate 
Belt Electric Railway,’ “San Diego Center Entrance Car’ 
and the “Storage Battery Cars for the Heaviest Traffic 
Street in the World.” The magazine this month contains 
a new feature under the heading “Addressed to Men,” 
which contains good advice to men who have a purpose 
to rise in rank and who would regard their calling in elec- 
tric railway work as something more than a mere means of 
livelihood. 


Locke Insulator Manufacturing Company, Victor, N. Y.,. 
has just issued “The Insulator Book.” This work is an 
excellent example of the tendency of manufacturing com- 
panies to have catalogs carry valuable general technical. 
data on their specialty in addition to the customary de- 
scriptions of the firm’s products. The present publication. 
contains an interesting essay on insulating materials, lead-. 
ing to the extremely important matter of preparing gen- 
eral insulator specifications with explanations of the pur- 
pose of each kind of test. The discussion is followed by. 
notes on the construction and application of suspension 
insulators, now so prominent.in high-tension work, sherard- 
izing, etc. The apparatus described covers the company’s. 
porcelain insulators of pin and suspension types, glass in- 
sulators, porcelain bushings and tubes, arcing rings, brack- 
ets, pins and other fittings. All items may be economically 
ordered by telegraph through the use of code words. 
The book is prepared in loose-leaf form so that changes. 
in patterns can readily be noted by the user without the 
nuisance of keeping a number of more or less obsolete: 
publications. ; 
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MR. PRESIDENT 


and Mr. Other Official concerned in the selection of 
cars and their equipment, you will be interested to 
_know that two hundred and fifty-one different elec- 
tric railway companies are operating Brill Semi- 
Convertible cars and that the list covers nearly every 


one of the biggest city systems using cross-seat cars. 
It would seem then, to be in style, you must order 


your cars made semi-convertible. The practical 


point is that, having made good to this extent, the-“” 


Brill Semi-Convertible Window. System makes a 


logical appeal to your judgment as the most efficient 


arrangement for general use and possibly for cars 
of yourown lines. Those extra inches added to aisle 
width and seat length, the high window opening, the 


low window sill, the protection to glass in summer, 


the little effort needed in raising and lowering the 


sashes, the avoidance of the unsanitary wall window 


pocket, all are directly in line with modern efficiency 
methods. 


AGENTS OF THE J, G; BRILL COMPANY 


“Paciric Coast — Pierson, Roeding & Co., San Francisco, 
Los Angeles, Portland, Searle! ARGENTINE Re Urucuay— 
Federico H. Bagge, Calle San Martin 201, Buenos Aires. 
Betcium AND Ho.titanp—C, Dubbelman, 24 Place de Lou- 
vain, Brussels. Irary — Giovanni Checcheu, Piazza Sicilia, 1, 
Milan. Natrat, TRANSVAAL AND OranceE River..Cotony— 
Thomas Barlow & Sons, Durban, Natal. AusTRALAsIA— 
Noyes Brothers, Melbourne, Sidney, Dunedin, Brisbane, Perth. 
Cuina—Shewan, Tomes & Co., Hong Kong, Canton, Shanghai. 
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(C curtis TURBINES 5) TURBINES, 
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The Power House 
Is a Big Factor in Railway ame th 


A constantly increasing number of Railway systems 


are supplied with power from Curtis Turbines. ' 


The assurance of continuous service and of high 


economy over extreme variations in load, renders the 
Curtis Turbine particularly suitable for Railway loads. 


General Electric Company 


Atlanta, Ga. ' Mie Largest Electrical Manufacturer in the World Nesbeale, Minn. Salt Lake City, Utah 
Baltimore, Md. Columbus, Ohio Nasbville, Tenn. | San Francisco, Cal. 
Birmingham, Ala. cba gare ‘ rf] General Office; Schenectady, N. Y. oo Heke ars St. ian saa a 
Boise, Idaho ayton, io ew Orleans . Schenectady, N. Y.) 
Boston, Mass. Denver, Colo. ADDRESS NEAREST OFFICE New York, N. ¥. Seattle, Wash. 
Buffalo, N. Y. Detroit, Mich. Omaha, ‘Neb. Spokane Wash. | 
poe Mont, wate dg oe Agent) Philadelphia, Pa. eg cit aad | 

arleston, a. Elmira, N. Y. S ittsburg, Pa. Syracuse, N.Y. 4 
Charlotte, N.C. Pa te Cir: Mo. Mattoon, ue” Portland, Ore. Toledo, Ohio | 
Chattanooga, Tenn. Indianapolis, Ind. Kne vill ore Menonic Providence, R. I. Washington, D. C,) 
Chicago, Ill. ee. Fla. hee . Cal. Mil nt a Wis. Richmond, Va. Youngstown, Ohio | 
Cincinnati, Ohio plin, Mo OS AR Bees liwaukee, W1S: Rochester, N. Y. 


For Texas, Oklahoma and Arizona business refer to Southwest General Electric Co. (formerly Hobson Electric Co,)—Dallas, El 
Paso, Houston and Oklahoma City. For Canadian business refer to Canadian General Electric Company, Lt’d., Poxpiios Ont. 
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